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GWontributions. 


Snow Blindness Again. 








To THE EDITOR OF THE RAILROAD GAZETTE : 

As snow blindness is always painful, and sometimes dan- 
gerous, particularly on the plains, the knowledge of a cer- 
tain preventive may be valuable to many of your readers. 
It is to cover the eye-lids, nose and cheeks with burnt cork 
or lampblack; a previous application of oil will insure its 
permanence. The lampblack, which very thoroughly ab- 
sorbs the light, can be easily obtained, and is less trouble- 
some than either a vail or smoked glasses. N. 











An Elementary Problem. 


Kansas City, March 2, 1881. 
To THE EDITOR OF THE RAILROAD GAZETTE: 
Would it not be as well to place your elementary problem 
in your issue of Feb. 25, in simple proportion ? 
Here : 45 :60 : :60: 
Multiply the two means and divide by the extreme. 
SUBSCRIBER. 








Are the Present Through Rates Extortionate—Mr. 
Fink to Judge Biack. 


The following letter (the third of the series) from Mr. Al- 
bert Fink in reply to Judge Black, was published in the New 
York World of March 17: 


It may be thought superfluous to continue the analysis of 
Judge Black’s estimates which he submitted to the Anti- 
Monopoly League, and by which he showed, to the apparent 
satisfaction of his hearers, that the railroad companies rob 
the people annually of untold millions. But as Judge Black 
refuses to accept the evidence alluded to in my first letter 
proving his errors, and insists that his estimates were made 
in good faith, upon data obtained from official reports of 
the United States Senate and the New York Railroad Inves- 
tigating Committee, believed by him to be correct, it is in- 
cumbent upon me to show in detail that his authorities have 
deceived him, or that he has not fully understood them, and 
that his deductions are as erroneous as the guesses to which 
lie resorts whenever his authorities fail him. in endeavor- 
ing to do this I will be as brief as possible. 

I have already shown that the basis of Judge Black’s first 
error was the statement taken from the report of te United 
States Senate Committee on Transpurtion Routes to the Sea- 
board, in which it was assumed that the four trunk lines 
carried the whole of the grain crop of the country over their 
roads, and that therefore an additional charge of 5 cents 
per 100 lbs. would rob the people of the United of $45,000,- 
000. 

Judge Black, making allowance for the increased produc- 
tion of grain since 1873, from 1,531,000,000 to 2,424 ,000,- 
000 bushels—a remurkable increase, considering the six 
years of extortion and oppression practiced by the railroads 
—estimates the additional charge of 5 cents to amount to 
$75,000,000, and then he proceeds further and estimates the 
total amount of all kinds of freight carried at three times 
as much as the weight of the total grain crop, or 3 x 75,- 
000,000 tons, upon which an advance of 5 cents per 100 Ib:., 
or $1 per ton, would amount to a robbery of $25,000,000. 

Ido not know what warrant Judge Black had in assuming 
the total cor nage to be three times as much as the weight of 
the grain crop: no authority was given in his explanatory 
letter—it probably is a mere guess; but however this may be 
| do know ‘having the official statements in my office, which 
are subject to Juige Black’s examination) that the total 
number of tons carried in the year 1880,from the West: to all 
points east of the western termini of the trunk lines amounted 
only to 11,500,000 tons, including grain, live stock and all 
other freight, and not to 225,000,090 tons, as estimated by 
him. The advance of 5 cents referred to in Judge Black’s letter 
of November 16, 1889, applied only to a portion of this ton- 
nage, not exceeding 8,500,000 tons of grain and provisions, 
on which an advance of 5 cents per 100 pounds during the 
four winter months is equal to $2,800,000 instead of $225, 
000,000—only about one-hundreth part of Judge Black’s es- 
timate. 

It will be shown hereafter that this additional sum collec- 
ted by the railroads, on account of the advance iu rates dur- 
ing the winter months, instead ef being an unjust one, is not 
even sufficient compensation for the additional cost of the 
service performed during that period. 

The next error in Judge Black’s estimates, according to 
which the total robbery by tae railroads is $675,000,000 
per annum, is based partly upon the testimony adduced be- 
fore the New York Railroad Investigating Committee, and 
partly upon his own guesses as to what constitutes reason- 
able compensation and as to the amouut of tonnage carried 
by the roads. 

It was given in evidence before that committee, according 
to Juige Black, by a ‘‘reliable expert,” that the cost of 
carrying grain from Chicago to New York was 15 cents per 
100 Ibs. Allowing, as Judge Black does, 5 cents additional 
as a sufficient profit to the railroads, from which they are 
supposed to pay the general expenses of the road and inter- 
est on the capital invested, he concludes that any charge 
over 20 cents per 100 lbs. is extortionate and that a charge 
of 35 cents amounts to a robbery of 15 cents per 100 or $3 
p2r ton, or 0 225,000,000 of tons, as estimated by him, 
to $675,000,000 annually. I have no doubt the ‘reliable 
expert” witness alluded to was myself. I stated before the 
Investigating Committee that at that time I estimated the 
cost of carrying gtain from Chicago to New York at 15 
cents per 100 lbs. But Judge Black evidently did not 
read my whole testimony, and must have got 
his information from “hearsay.” I stated at the same 
time that if the railroad companies charged less than 
15 cents they would incur a loss in money paid out 
but [ did not include in this estimate a portion o 
the general expenses which are incurred whether the 
roads carried this grain or not, nor did I include the inter- 
est on the investment. LIalso stated that this estimate was 
based ‘‘ upon the low report of cost made by the Lake Shore 
Railroad lately, which is the lowest I have seen,” and called 
attention to the fact that the cost upon the New York Cen- 
tral was greater, viz.: 6.7 mills per ton per mile, instead of 
4.6 mills on the Lake Shore. he New York Central and 








the Lake Shore roads form each about one-half of the line 
from Chicago to New York. Making proper ailowance for 
the increased cost on the New York Central, the cost would 
have been at that time about 20 cents per 100 lbs.—at least, 
this I would say to be nearer to the actual cost than 15 cents. 
It is of course very difficult to make correct estimates upon 
the cost of any — traffic when there are so many items 
of -expenses that are common to the whole  busi- 
ness, which cannot be separated, and it must 
therefore not oe expected that estimates can te 
more than approximately correct. Little reliance should 
be placed on estimates of this nature, except there is some 
corroborative proof of their correctness, such. proof, for ex- 
ample, as is furnished by the total and final results of the 
operation of the road. Thus it appears from the average 
cost for transportation per ton per mile on the Lake Shore 
and New York Central, as above stated, that the average 
cost of transporting 100 lbs. of freight from Chicago to New 
York would be 27.2 cents per 100 lbs., exclusive of interest 
charges but including general expenses. The cost of local 
freight is more than the cost of the through traffic, and as 
it is included in the average the actual cost of through freight 
is Fagor between 20 avd 2714 cents per 100 Ibs. 

he cost of transportation constantly changes. It is dif- 
ferent on every road. It changes from month to month, 
from year to year, and differs in different seasons of the 
year. Itis now higher than it was at the time these esti- 
mates were made. Interpreting the testimony given by me 
before the Investigating Committee correctly, and estimat- 
ing the total cost of transportation per 100 lbs. from Chicago 
to New York at the lowest figure, viz., 20 cents, then allow- 
ing 40 percent. of the gross earnings for payment of interest, 
the average net revenue obtained by the railroads in the 
United States (the net revenue on the two roads mentioned 
is greater) would make the cost, including interest on invest- 
ment, 231¢ cents per 100 Ibs., instead of 20 cents as estimated 
by Judge Black. 

The statistics kept in my office sbow that the average rate 
charged during the year 1880 on grain from Chicago to 
New York was 3214 cents per 100 pounds; therefore Judge 
Black’s accusation that the railroad companies were robbing 
the people of 15 cents per 100 Ibs., or $675,000,000 per an- 
num, falls to the ground. Judge Black’s estimates evidently 
were intended to apply only to the grain-carrying roads, 
Had he attempted to make an estitnate of the robbery com- 
mitted by all the railroads in the United States, it would 
have greatly exceeded the sum of $675,000,000, and would 
have multiplied many times the sum of $386,000,000 re- 
ported in ‘*Poor’s Manual” as the tutal gross freight earn- 
ings for 1879 of the roads in the United States. It may be 
objected that the above estimates showing the reasonable- 
ness of the transportation charges on grain are based upon 
expert testimony, which is not held in high esteem by many. 
I propose, therefore, to furnish confirmative proof in an- 
other way, so plain and yet at the same time so conclusive 
that it can be readily understood by any man of common 
sense. 

During the year 1880 210,000,000 bushels of grain were 
transported to New York, of which 74,000,000 bushels were 
carried by water and 142,000,000 bushels by rail. During 
the navigable season the railroads carried 54,000,000, (See 
Railroad Gazette, Dec. 17.) 

It is only necessary to mention this simple fact to convince 
any fair-minded man that the rates charged by the railroads, 
viz., 30 cents per 100 lbs. from Chicago to New York during 
the season of navigation, were reasonable rates. 

How could the railroads have carried so large a portion of 
the grain in direct competition with the canal and lake had 
they charged more than the advantages of rail over water 
transportation were worth to the shippers ‘ 

It isa well-known fact that there is no combination be- 
tween the carriers by water and the railroad companies; the 
former establish their own rates of transportation entirely in- 
dependent of the railroads, The railroads have simply to con- 
form to the rates so established, or. if they do not desire to 
do so, they are left without any business. Yet we see them 
earry 54.000,000 bushels of grain to New York against 74,- 
000,000 by the water routes by the cheapest known mode 
of transportation and under the freest possible competition. 
To appreciate properly these facts one must bear in mind 
how much cheaper water transportation is than railroad 
transportation. Forty per cent. of the charges made by the 
railroads is required to pay interest on the capital invested. 
while to the carriers on water the roadway is furnished free of 
charge either by nature or the Government. From 15 to 20 per 
cent. of receipts of railroads are required to keep the road- 
way in repairs, on the roads having a small business even as 
much as 40 per cent., while no corresponding expense is in- 
curred on transportation via the lakes, and only a compara- 
tively small expense via canal. In case of sailing vessels, 
nature furnishes ihe motive power on a level roadway, 
while the railroads have to cross the valleys and hills and 
furnish their own expensive motive power. Notwithstand- 
ing this, they have carried 54,000,000 bushels of grain to 
New York in direct competition with the water route. Is 
there additional proof wanted to show that the rate of 30 
cents per 100 Ibs. during the seven summer months was a 
reasonable charge ? And if 30 cents was a reasonable 
charge during the summer months, was 35 cents an un- 
reasonable charge during the winter mouths‘ 

lam Sabermedl te one of the managers of a grain-carrying 
road east of Chicago, that he estimates the increased cost of 
operation during this winter, which, however, has been an 
unusually severe one, from 30 to 40 per cent. Every reader 
of the newspapers is aware of the difficulties which have 
been encountered during this winter in the operation of rail- 
roads. Some of the Western roads have been snowed up for 
weeks; others have only been kept open at great expense. 
Where one locomotive could draw the ordinary load over 
the road in summer time, two were regularly required and 
often as many as five to pull the trains through the snow. 
But I will not weary the reader by going into further details, 
Any one who has paid at‘ention to this subjeet has no doubt 
noticed the late eports of railroads, showing decreased earn- 
ings ov account of their reduced capacity to do business and 
increased expenses. It will be many months before the wear 
and tear caused by this winter’s operation upon the rolling 
stock has been made good, and the damage done to the road- 
bed and tracks has been repaired 

I will now ask whether the charges made by Senator 
Windom, t :at an increase of Scents in the grain rate must 
necessarily be an unjust tax, levied upon the people, that 
reduces the value of their property by hundreds of millions, 
or whether the money earned by the railroads in carrying 
the grain crop to the markets of the world is not well and 
honestly earned? I will ask whether Judge Black was 
justifiedin representing to the Anti-Monopoly League that the 
railroads of this country are extortioners and are robbing 
4 aecaee annually of sums equal to half of the national 

ebt? 

There is great danger in such misrepresentations, if the 
people can be made to believe them. Should the Anti-Mon- 
opoly League succeed in securing the passage of laws based 
upon statements of this character, such laws, in order that 
they should be effective in protecting the people, restricting 
railroads from. casey 5 Tonge enormous amounts, or enforc- 
ing the repayment of amounts already stolen, must ne- 
cessarily provide for the confiscation of the whole railroad 





property of the country, and would put a complete stop to 
all fi r corporate enterprises, but if the proposed laws 
are not to have that effect, why is thre any necessity for 
any laws to suppress extortion that does not exist? 

We have the authority of Judge Black (expressed in his 
letter to the Chamber of Commerce Committee on Nov. 16, 
1880), that the present laws are quite sufficient to punish ex- 
tortion practiced by railroad companies, and that it is only 
necessary to have these laws properly enforced, Judge 
Black’s authority on a question of this kind can not be ques- 
tioned. Why then not take first the proper steps to enforce 
existing laws, before encumbering the statute book with new 
ones that are enacted with a view to present imaginary 
wrongs ? 

I have now complied with Judge Black’s request ‘‘ to come 
up squarely ” to the work of revising these estimates, and | 
trust that I have not disappointed his confidence in my abil- 
ity to do so which he expresses in his explanatory letter, ia 
which he admits that ‘‘I understand this business very well, 
and can show, if anybody can, to what extent and at what 
cost to the public the railroad corporations have abused their 
trust, and what share of the iniquity has gone into the pool 
of the confederated monopolies.” I think I have shown that 
there has been no abuse of trust and no iniquity has been 
committed 

May I now ask Judge Black on his part to “come up 
squarely” to the work of retracting his misrepresentations 
(although made in good faith as to their correctness) that 
have been published throughout the land, and are no doubt 
believed by many people. He said before the meeting that 
the allegations A by him were either true or false and 
that it was a matter of fact whether they were one or the 
other. If false, he said then the railroad men were being 
foully slandered and are the subject of continuous libel in 
the newspaper press of the whole country, and in case they 
are false then the League ought to be dissolved and the gen- 
tlemen (composing it) ought to hide their heads for having 
engaged in this movement. 

r believe I have proven that the statements made by 
Judge Black in his speech before the Anti-Monopoly League, 
and which I have criticised in this and former letters, are 

alse. 

Will Judge Black confirm his former adyice to the League / 

New York, March 16. ALBERT FINK. 


March Meeting of the Master Car-Builders’ As- 
sociation. 


At the regular monthly meeting held in New York, March 
17, President Leander Garey in the chair, the subjects for 
discussion were those on which committees are to report at 
the annual convention next June. 

Train-brakes for Freight Cars was the first brought for- 
ward, on which 

Mr C. E. Garey, of the Harlem road, said that there was 
a number of such brakes in, operation, or about to be, in dif- 
ferent parts of the country. On the Harlem road two kinds 
had been tried, four of one kind and twoof another, designed 
to act independently on each car. That week they had tried 
the “Tallman brake, with a train of four empty cars, five 
loaded coal cars and a coach behind. Some very good 
stops were made, but considerable modifications of 
that brake would have to be made. In stop- 
ping and backing up there was no_ material 
difficulty. The other brake had been in operation on two 
cars for some time and in different forms. 

Mr. PATTERSON read the following extract from a letter 
by Mr. Wm. Loughridge, inventor of the air brake used on 
the Baltimore & Ohio passenger trains: *‘ The brake is pro- 
gressing uicely, and is well on to completion. I have proved 
the elements as I progressed, and they all work well, as the 
whole will when tried.” Mr. Patterson explained that Mr. 
Louzhridge was engaged in equipping a train of ten cars on 
the Baltimore & Ohio with a new brake for freight cars, to 
be.operated by the engineer, which would, he thought, cost 
$15 or $20 per car. He expected to try within a month. 

Brake Shoes.—Mr. C. E. Garey said that he had made 
some experiments with these during the past year, but had 
not bis data with him. He had found, however, that malle- 
able cast-iroa was equal tofwrought iron for stopping wheels, 
and these two materials much better than anything else 
he had tried, 

Mr. Snow spoke of uniformity in brake-shoes. He had 
been making a specialty of a certain kind of brake-shoe, and 
had collected at his «stablishment 16 different patterns, 
Many have the same general features, but with such differ- 
ences that they would not fit the same head. The shoe he 
made was of wrought and cast-iron combined His expevi- 
ence was that this shoe gives more service than the ordinary 
cast-iron shoe. His attention was calle: to the combination 
shoe by observing that the wheels made by bis works gave a 
much larger mileage under it than they had given before. 
There was an increase of 10,000 to 15,000 miles in*the ser- 
vice of wheels when this shoe was substituted. 

Value of Investigation.—The PRESIDENT said; ‘‘I fear it 
isa mistaken idea among our members who have been ap- 
pointed on cominittees that the labor spent in investigation 
is thrown away. I am satisfied that no man who has acted 
upon one of our committees steadily and thoroughly, and 
made experiments where he has had an opportunity to do 
so, has ever regretted the time spent. Such investigations 
lead to a more thorough knowledge of his business than it is 

,0ssible for him to get in any other way. Many think they 
have no time to spend in making these investigations, while 
to a certain extent it is the best way in which they can em- 
ploy their time.” dee 

Defective New Cars.—The PRESIDENT said that recently 
there had been some agitation as to who should pay the ex- 
pense of repairing new cars which, by some fault in construc- 
tion, had to have some parts renewed after being put into 
service. He referred particularly te line cars used by a 
number of companies for through traffic. . 

By the rules of interchange, the road receiving a car is 
bound to return it in as good condition as it received it. In 
common justice the party making such repairs (due to im- 
perfect construction) should be paid for it. The question is, 
who should do it, the owners of the car (as the line), the 
manufacturer, or the railroad companies? One man had 
said that if the car was built from the purchaser’s plans, the 
owner should be responsible; but if the plans and specifica- 
tions had been supplied by the manufacturer, he was not 
prepared to decide. The question had been especially im- 
portant this winter. F - 

Mr. Hitt thought that if defective e nstruction could be 
proved, the builder would be responsible. 

Mr. BLACKHALL wanted to learn how it could be known 
when a company is a party to the rules. , 

The PRESIDENT thought nearly all the companies having 
cars in through lines were governed by the rules. In reply to 
a question he said the Erie was governed by them in settle- 
ment, so far as he knew, but _it objected to the price of cars 
given by the rules. The Pennsylvania had issued rules 
nearly identical, except that the price of cars is left at the 
market price. He thought that in case of revision of the 
rules, each company that had signed them would still be 
bound by them unless it gave notice of its objection. He 
thought these rules governing the interchange of cars had 
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stood the test better than any other rules the companies had 


made. If dispensed with, he doubted if throug 
could be done in this country. 

Position of Brake-Shafts and Laddér.—Mr. C. A. SMITH 
said that, though the circular of the committee on this sub- 
ject has not been out Jong, he had received about a hundred 
replies. .He was surprised to see the almost unanimous 
endorsement of the committee’s view with regard to the 
position of the brake-shaft, but there was great diversity of 
opinion as to the best place for the ladder, and many sug- 
gestions as to handles to be put on different parts of cars to 
protect the men. About one-half favor putting the ladder 
on the side of the car, to protect the brakemen in case they 
fall. Mr. Smith informed the meeting that Professor Thurs- 
ton had been invited to address the meeting, and had con- 
sented to do so, but had been prevented by illness. 

After some further discussion concerning the rules for 
interchange of cars, the meeting adjourned. 


business 








Railroad Signaling in England. 


From that memorable day when the first locomotive car- 
ried a living freight and inaugurated the ‘iron road,” the 
importance of providing efficient signals for the guidance of 
drivers and others in charge of engines and trains, has 
claimed the anxious attention of railway engineers. With 
the extension of our railway system, the need for improve- 
ment in signaling apparatus bas rapidly increased, and the 
requirements of heavy and complicated traffic have always 
been in this respect much in advance of invention. The skill, 
ingenuity and practical experience brought to bear on the 
oukdect have been worthy the half century which has seen 
the development of the ‘* Rocket” to those splendid master - 
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FIG. 1. 


jeces of speed and power, the express engines of to-day; 
ut the causes of a large proportion of railway disasters, 
may nevertheless be directiy traced to defective signaling. 
While such is the position of affairs—while every year brings 
its budget of evidence, pointing out the errors of existing 
systems—the question of railway signaling must demand 
the most careful study and investigation. 
* * * * * * 

In 1840, the Board of Trade suggested that all engine- 
drivers should be examined and licensed, but although this 
recaution has{never been carried out, the occupant of the 
Heot-plate has to pass through a kind of apprenticeship, 
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which means years of toil and hardship, to become a driver, 
which position is not unfrequently attained to be speedily 
vaca’ ; for more than one driver or fireman is killed, 
and four or five permanently injured, every fortnight. 
A driver usually springs from the bottom of 
the tree, commencing as_ engine-cleaner, in which 
capacity he learns something of the elements of a locomotive 
during inactivity, then passing through the grades of goods, 
local and express fireman, he becomes driver to such trains, 
by successive stages thus efficiently learning the roads, 
positions of points and signals and rules of traffic. To arrive 
at this position of responsibility he has to exercise unremit- 
ting activity, intelligence, sobriety and vigilance, always on 
the alert for — emergencies which may arise at any 
moment, for not only has he daily entrusted to his care a 
costly and elaborate machine, but the lives of many thou- 
sand passengers, besides other property of enormous value. 
Obviously, the driver's time is much occupied in looking 
out for signals, for, although familiar with the road, con- 
stant attention is required to prevent involuntarily missin 
them, which chance is considerably augmented on a ore 
road. Occasionally, signals are badly situated, which 
renders them difficult to sight, while in other instances they 
may be seen at a great distance, but are afterward obscured 
by intervening objects. Again, nothing but a thorough per- 
sonal acquaintance with the roads temporarily serves, by 
certain relative objects, to indicate to the driver the train's 
situation on the track. And, even when the signals are seen 
to be in his favor he cannot take it for granted the road is 
clear, but must be constantly looking out ahead for the ends 
of trains or their tail lights, and decide as rapidly as possible 
whether they are traversing or occupying the same metals. 
Besides which, he must be pre for hand signals and 
communications from the 
We must also bear in mind the difficulty a driver has to 


determine his signals during inclement weather, an almost 
UNParalleled example of which was afforded by the tremen- 

0Us snow-storm of the 18th of January, when the vast 
metropolis must have felt its obligations to our railway sys- 
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FiG.3. 
tem. All other means of locomotion had ceased from an early 
hour, yet local and even many mail trains were kept run- 


ning despite of the raging elements ; and although telegraphic 
communications were,'in many cases, intercepted and the 
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points and signal-gear impeded by snow, still the traffic was 
conducted with safety, without a single accident to passen- 
gers of importance, whilst numerous servants perished in 
the faithful prosecution of their duty. 

The provision of sufficient siding accomodation, with effi- 
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cient means for controlling the same, is an important element 
of safety. 

Itis often deemed necessary to provide suitable sidings 
into which engines, goods or slow trains, may be shunted to 
allow fast trains to pass without interruption. Efficient 
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signaling appliances are in such cases indispensable to safety. 
efore discussing the present ingenious contrivances on 
which the safety of our daily railway traffic depends, it will 
be interesting to glance briefly at the history of railway 
signaling. 
The importance of means and apparatus for communica- 
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ting intelligence by signs or signals betwéen distant places was 
recognized at a very early date, and amongst the earliest 
appliances for effecting this end we read of the semaphore, cr 
its equivalent, which form is still chiefly preserved on almost 
every railway, whether at home or abroad. 

Probably the first record of a semaphoric system is that 


described by Polybius in ancient Grecian history for trans- 
mitting m , by its combinations spelling out words. 
In 1700, semaphores were exhibited in France, and we learn 
of their applications again during the French republic. A 
Prussian semaphore was then invented with three arms, 
capable of indicating 4,000 different signals. We next hear 
of its introduction into Russia in a more expensive and 
elaborate form during the days of Emperor Nicholas L., with 
a view to transmitting both civil and military intelligence. 
But Dr. Hooke was about the first to associate his name with 
semaphores in this country, and in 1814 the Admiralty 
adopted MacDonald’s system, which was subsequently im- 
proved upon by Admiral Popham and Lieut.-Colonel Pasley. 

At the commencement of railway engineering, as pre- 
viously stated, it was obviously necessary that some scheme 
would have to be devised to conduct and regulate the transit 
of trains with safety andreliability. Buta — our engi- 
neers had precedents for the semaphore signal each preferred 
to supply his own contrivances for the railways under his 
command. Therefore, there was very little similitude in 
the design or action, but signals were variously modified 
according to individual fancies, and in some instances, even 
carried to such extremes that similar signals on different 
railways had opposite significations. 

On the first railway opened, viz., the Liverpool & Man- 
chester, in 1830, the signals for governing the traffic were 
given by square or circular boards fixed at the top of poles 
of sufficient height to insure their being easily seen. Fig. 1 
represents a front and:end elevation of such signal, in which 
the boards and the post are capable of being turned prac- 
tically round on a vertical axis. One side of the board was 
painted red, implying ‘‘ Danger,” and was to be considered 
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‘*on” when placed transversely or at right angle to the road 
and “off” or ‘‘ Line clear” when turned half round or par- 
allel to the rails, presenting an end view to the driver of an 
approaching train, the respective position, being shown by 
the sketches. The lamps for night signals were fixed to the 
board or post receiving the same relative motion, and pre- 
senting respectively a red or white light. The signals were 
located on the left of the train. 

On some lines no fixed signals were originally used, the 
traffic being entirely conducted by hand signals, but from 
the first, uniformity of color was observed. 

For example, on the Greenwich line only hand lamps and 
flags were employed, the signals being given by men situated 
at definite parts of the road, which method proved as ineffi- 
cient as expensive, and in 1845, after considerable alterca- 
tion, the system was condemned as utterly useless. In windy 
weather when the flags were blowing in the direction of the 
train the signals could not be seen at all. 

But after this date flag signals combined with mechanical 
ones were considerably used, and often resulted,in conveying 
conflicting intelligence, and causing many sad accidents. 
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Several collisions were occasioned on the London & Birming- 
ham Railway about 1845 from such signals; in 1850 many 
persons were injured in Stratford Junction from the same 
cause, this class of accident was repeated at New Cross on 
the Southeastern Railway, as:late as 1865, by which 50 pas- 
sengers were injured, through admitting trains to pass by 
hand signals, although both home and distant signals were 
against them. , 

The early signals employed on the Midland and London & 
Birmingham railways were similar to those described on the 
Liverpool & Manchester Railway, differing only slightly 
with regard to painted signs. 

The Great Western line employed partially rotating per- 
forated discs, with a rectangular board below fixed on the 
post at right angies to the disc, and which arrangement is 
shown in fig. 2. while the Lancashire & Yorkshire Railway 
used signals consisting of two discs situated on arms at 
right angles to the post, commonly termed “ spectacle- 
signals,” and shown at fig. 3. 

n the meantime some of the Irish railways adopted a ro- 
tating pennant-shaped signal, as represented at fig 4. 

Figs. 5 and 6 represent respectively the early signals used 
on the Blackwall & Grand Junction Railway. Fig. 7 shows 
the class of day signal employed by the Southwestern Railway 
in 1840, in which the discs are capable of turning’on an inde- 
pendent horizontal axis, besides turning bodily with the post 
on a vertical axis. In this case one signal controls both the 
“up ” and the ‘‘down” line by the various positions of the 
perforated disc, the movements of the same being effected by 
a cord passing over a pulley. The respective signals given 
by the relative positions of the solid segment in the dise will 
be readily understood by reference to the sketch. When the 
disc is turned round ily with the post so as to present an 
end view, it signifies both roads are “clear.” This kind of 





visible day signal is still retained on some parts of the line 
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Somewhat similar signals were used on the Brighton Rail- 
way for governing the branch and shunting traffic. They 
are shown at fig. 8. But the discs were not provided with 
an independent rotary motion as in the above case. 

In the meanwhile, a modified “spectacle” signal became 
much in vogue on the Southern railways, and is represented 
at fig. 9. The general design is exactly similar to those 
used on the Lancashire & Yorkshire Railway, but on the 
southern railways the posts were fixed, while the arms and 
discs at their extremities were capable of partial vertical ro- 
tation about a clear horizontal axis, through the interven- 
tion of ropes or chains passing over pulleys and actuated by 
levers. 

Balance cross-bar signals were next tried on the northern 
railways, asshown at fig. 10. Andin 1841 the semaphore sig- 
nal was introduced on our railways by Mr. C. H. ey 
It rapidly superseded all other kinds of visible day signals, 
and still maintains its supericrity to the present day. Fig. 
11 represents the early semaphore signal, which consisted of 
two arms capable of being radially raised or lowered through 
an arc of about 90 degrees; the left-hand arm only concerned 
the driver of an approaching train, and when at right angles 
to the post signified ‘‘Stop” or ‘‘ Danger,” when at an 
angle of about 45 degrees or half lowered ‘‘ Caution,” and 
when almost parallel with the post ‘‘Go ahead” or “‘ Line 
clear.” The night visible signals were worked in concert 
with the arms, by imparting radial reciprocating motion to 
a pivoted frame provided with bi or tri-colored glasses. The 
glasses were thus moved over the face of a fixed lamp, pre- 
senting a red, green or white light, in accordance with the 
previously-mentioned respective day signals. : 

These different positions of the arms for transmitting 
signals of intelligence were seen at a greater distance than 
any other previous signal. The arms were worked by stir- 
rups located in cabins and the points independently shifted. 

Semaphore signals, actuated by passing trains, were tried 
on the North London Railway, but proved unreliable. 

In 1842 a novel signal, invented | aa Mr. C. Hall, was in- 
troduced on the Eastern Counties Railway. It consisted of 
five leaves or fillets, each of different color, put together like 
a fan, each colored sector representing a different elapse of 
time, thus enabling a driver to know how long ago the pre- 
vious train had passed that point. The arrangement is 
shown in fig. 12. 

These visible mechanical time indicators were not found to 











FIG.I2. 


auswer long. A scheme for the same object had been de- 
vised and tried elsewhere, but never successfully adopted. 
It consisted of a copper ball which when situated at the top 
ofa vertical guide post occupied about ten minutes in its 
descent, thus indicating by its relative height how long since 
a train had passed. 

Mr. Whitworth provided the Laneashire & Yorkshire 
Ruilway Company with a new mechanical disc and gong 
signal for protecting trains during their transit through tun- 
nels. By combining both visible and audible signals he felt 
confident the driver could not make a mistake. 

Auxiliary or “distant semaphore signals” were next 
adopted for indicating at intermediate positions of the road 
how the home signals stood before sighting them, which sig- 
nals were worked from the ‘home boxes” by levers and 
wires. 

The early signals for indicating to the driver the position 
of the points were in most cases similar to those signals 
already described, with the exception of size, as shown in 
fig. 12. Fig. 14 shows arather different point indicator 
used by the Southeastern Railway Company for governing 
their branch points, in which a vertical radial arm was 
worked to the right or left by rods or chains. 

It will be necessary here, to break off from the elements 
of early ‘‘out-door” signals to briefly review what has 
been going on in the cabins or “indoor” department. 

Electricity having been so successfully introduced for 
commercial purposes, its utilitv and applicability to railway 
signaling was very soon obvious, and Messrs. Wheatstone 
and Cook were the first to show us how to apply it, and ob- 
tained a patent in connection therewith in 1837. Their 
‘‘indoor” electrical signaling instrument was really notbi 
more than what we now know as a vanometer; it ha 
five deflecting needles which served to indicate any required 
signals by a code of signs. 

These gentlemen spent some time in trying to introduce it 
to the Liverpool & Manchester Railway, and it was subse- 
quently adopted by the Eastern Counties Railway between 
I a and Yarmouth, and afterwards by the great West- 
ern line. 


Until 1840 the circuit wires for connecting these and 
other similar electrical transmitting and receiving instru- 


ments were insulated and placed in pipes under the ground, 


but it was subsequently discovered that the bare wires 


might be — on poles in the o 
to prevent them communicatin 


usually galvanized to prevent corrosion. 


It is to Messrs. Brett & Little we are indebted for the in- 
troduction of ceramic insulators in connection with railway 
that 
at this 
method of local inswlation does not in any way subject our 


electrical signaling wires. We are happy to sa 
observation and experience has long since taught us 


little feathered bipeds to electrical visitations. 


Having so far traced the ‘‘ out” and “indoor” elements of 
early signals, we will now consider their combined working 


as a system. 

The original method of signalin 
train depart and then cover its ay 
ger” signal. After 5or10 %Ininutes had elapsed 


was 


or board was kept ‘“ on” for three minutes after the train 


departed, then the green light or half-turned board for five 





n air, with insulators : 
with the earth through the 
poles to which they were attached, thus obtaining a great 
reduction of cost, superior insulation, greater permanency ° 
and easy accessibility, the new system costing about £150 
per mile, or less than one-half the old. The wires are now 


trains was, to let the 
Vv putting on the ‘“‘dan- 
the “‘ cau- 
tion” signal was given to the following train to indicate to 
the driver he might proceed cautiously. The last signal hav- 
ing been kept *‘ on” for five minutes the “all right” signal 
given, implying the train had left about 15 
minutes previously, and that therefore the line should be 
clear. On the Liverpool & Manchester Railway the red light 


minutes, thus giving “line clear” signal after the lapse of 
eight minutes. 

t is obvious that this system could not guarantee at any 
time the line to be really clear, for although it could indi- 
cate how long a train had left, it could not show how far the 
train had traveled unimpeded in the time, and therefore 
there was always the risk of being caught up by a succeed- 
ing train and run into. 

ot long after, Mr. Edwin Clark improved upon this very 


Points against Train, 








FIG .13. 


imperfect mode, and introduced to the London & North- 
western Railway the now well-known ‘ block-signaling 
system,” meaning the maintenance of a definite and unva- 
rying interval of ‘‘space” between trains instead of time. 

In 1852 Mr. E. Tyer made several improvements in this 
system, which were rapidly adopted by the London & 










Right main, ;Right branch. 





“FIG. 14. 


apie Railway, and subsequently by the Southeastern 
ilway. 

This gentleman, witb such other eminent electricians as 
Mr. Preece and C. Walker, have continued the work of im- 
provement until we recognize the instrument of to-day. 

Let us now return to trace the progress in the ‘‘ out-door ” 
signals, which up to about 1845 were chiefly worked by stir- 
rups or levers situated near the bases of the posts. They 


° 


FIG.IS, FIG.15% 


were usually located a considerable distance from the cabin, 
with which they had no mechanical connection. Not unfre- 
uently the signalmen had to go some way to work the dif- 
erent signal levers, and then run elsewhere to shift the 
ints, thus occasioning great loss of time, inconvenience and 
anger to both themselves and trains. Therefore, in 1846, it 
became the custom-to concentrate as many levers in one 
cabin or box as could be reasonably gontrolled by one man, 
and connect them by rods or chains with the various points 
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and signals. This custom, however, introduced a new ele- 
ment of danger, viz., that of the signalman by neglect or 
hurry pulling the wrong levers among so many and thus 
eas the most contradictory signals. Thus, for example, at 

olverton in 1847 a train was inadvertently run into a 
siding, killing several persons, through the points and signals 
being at variance; not long after an accident a’ 
Reigate from the same cause, in which 70 persons were in- 
eee: in 1865, 40 passengers were seriously hurt at Nine 

lms; similar disasters followed at Gloucester road; and in 
the following year a dreadful ca’ he occurred near 


Charing Cross by the points and signals being worked in 
contradiction 4 La : dreadful 





t | the seats fixed for day travel. 


tinguishing the operations, in which the signalmen worked 
the signals by means of stirrups and immediately adjacent 
levers for the points; thus while they actuated the signals 
with their feet, they moved the points with their hands. 
This, however, was by no means efficient, as there was no 
mechanical intervention to prevent blunders. And it was 
not until 1856 that conflicting signals, or contrary positions 
of points and signals, were prevented by the introduction of 
Mr. Saxby’s now well-known “interlocking system,” in 
which an arrangement of mechanical obstacles rendered the 
proper relative positions of the points and signals only 
possible. 

Thus, by an ingenious arrangement of pins working in 
slots, the itions of the points and signals of the most com- 
plicated junction were rendered safe and reliable. This 
wey as undergone continued improvement by Messrs. 
Saxby & Farmer, Chambers, and others, until it has arrived 
at its present state of excellence. 

When many semaphore arms were situated to the left-hand 
side of the driver, it became necessary to adopt some means 
for him to distinguish them promptly. Fig. 15 and 15 a re- 
presents the common way of distinguishing the roads to 
which the respective arms refer—namely, by letters or re- 
cognized signs. Fig. 16 shows animproved method for ef- 
fecting the same object, and may be seen at Ludgate Hill 
station, and consists in projecting numbers from the extremi- 
ties of the arms, which may be illuminated at night by re- 
flected light. In other cases the semaphores were distin- 
guished by their relative positions on the framing, as indi- 
cated at fig. 17. 

We have now arrived so faras to unmistakably recognize 
the semaphoric arrangements of to-day; in fact, many of 
the earliest described are still to be seen on some railways, 
and unfortunately combined with other quite recent im- 
provements, which render the system complex, un-uniform, 
and liable to error. ; 

Many improvements followed in connection with “distant 
signals,” which had been a source of numerous accidents 
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FIG. 17. 

























































from the very first, in some instances arising from mechani- 
cal imperfections, and in others from carelessness and diso- 
bedience of drivers. 
In 1850 aserious accident occurred at Stratford, on the 
Great Eastern, from insufficient signals,and likewise at Aber 
gele in 1858. At Saltford Junction in 1867 fourteen persons 
were iujured from the want of proper distantsignals; in 1867 
and 1868 over seventy passengers were injured at Sandy, 
Newsham Junction, and other places, from similar defects : 
again, near Harrow, when seven were killed and forty in- 
jured, and latterly, at Rochdale and Wigan, through the ab- 
sence of distant signals. 
Mr. Lankester invented and proposed a system of commu- 
nicating motion to signals by means of hydraulic pressure, 
in which a piston acted on a solution of salt and water con- 
tained in pipes. Subsequently, pneumatic pressure was sug- 
gested for the same object. 
Distant signals had been so constructed that the arms were 
pulled ‘‘up” by wires from the cabin, and the expansion, 
contraction, and breaking of the same was a frequent cause 
of accidents. Now they were provided with temperature 
compensatory gear and counterweighted, so that if the wires 
broke the arm at once flew to ‘‘ danger.” 
When the ‘‘ block system * came into use the “ caution” 
signal became generally discarded, as it was considered un- 
necessary, and, in fact, never had received due attention. It 
was observed at Hatfield as early as 1856 that drivers not 
uncommonly passed caution signals at a rate of 35 miles an 
hour, and at Lewisham in 1862 many persons lost their lives 
through such negligence.—The Railway Engineer. 





A Fine Sleeping Car. 
A new car built for the Woodruff Parlor and Sleeping Car 
Co. is thus described by the St. Louis Globe-Democrat : 
‘The car is a perfect beauty, 70 feet long, painted wine 
color on the outside and finished in Queen Anne styie; has 
six-wheel trucks, paper wheels 42 inches in diameter, is pro- 
vided with the Miller piatform and coupler, and has the 
automatic brake. The cost of the car, without the bedding 
or mattresses, was $14,000. Ten or twelve sections of two 
double berths each, a stateroom and a smoking-room at each 
end of the car. The ladies’ toilet-room is complete in all 
respects, as is also the gentlemen’s toilet-room. The cel- 
ebrated Baker heater is used, and ten of Smith & Hick’s 
vatent lamps, suspended from the ceiling, give a light as 
bright as day, and passengers are enabled to read the finest 
print without difficulty. One of the new features of the 
car is the new patent ventilator, which is arranged in such a 
manner as to ventilate each berth, both upper and lower, 
separately. Every berth is provided with an annunciator 
which leads to the porter’s room and designates the number 
of the berth at which his presence is required. A safety 
locker is attached to the side of the car in every berth in 
which valuables may be placed for safekeeping by the pas- 
sengers upon retiring, and the lock isso arranged that in 
order to open the locker{the entireberth must be made up and 
The windows are double and 
of plate glass, and raw silk curtains are used when necessa 
to shut out the rays of the sunlight. The sides and the seats 
are of walnut and burl ash, and the ceiling is of Hungarian 
ash. The seats are of fine scarlet plush, and elegant Wilton 
carpets cover the floor. The seats in this car are reversible, 
and will prove to be of great advantage and convenience to 





wy separate men. To obviate such 
contingences, Mr. Stevens in 1847 invented a system for dis- 





passengers over the sleeping cars heretofore in use.” 





168 
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We give below the official report, very nearly in full, of 
the semi-annual meeting of this association. 


Acting under the call heretofore published, the Associa- 
tion convened at the Windsor Hotel, New York, March 9, at 

0a.m., President W. B. Shattuc in the chair. 

The roll was called and a quorum found to be present. 

The Executive Committee took favorable action on all cre- 
dentials presented to them, and reported to that effect 
through their chairman, Mr. Tuttle. 

The following is the present list of members. Those 
marked with a * were in attendance; those marked with a + 
have become members since last convention: 

* Abbot, John N., New York, Lake Erie & Western. 

* Allen, D. C., South Carolina. 

Anthony, W. M., Boston, Barre & Gardner. 

Archer, John J., Scioto Valley. 

* Atmore, C. P., Louisville & Nashville. 

* Baldwin, H. P., Central, of New Jersey. 

* Baldwin, Wm. S., Buffalo, Pittsburgh & Western. 

Barker, James, Wisconsin Central. 

Bennett, E. J., Little Rock & Fort Smith. 

Blood, H. B., Keokuk & St. Louis Line. 

Bodine, John F., Williamstown (N. J.) 

Boothby, F. E., Maine Central. 

* Boylston, 8. C., Charleston & Savannah. 

Bronson, H. M., Cincinnati, Sandusky & Cleveland. 

Brown, J. W., Seaboard & Roanoke, and Bay Line Steam- 
ers, 

Buell, F. S., Buffalo, New York & Philadelphia. 
*Butterfield, Theo.. Utica & Black River. 

*Byington, E. B., Lehigh Valley. 

*Carpenter, A. V. H., Chicago, Milwaukee & St. Paul. 
Carpenter, T. P., Lake Superior Transit Co. 
Carpenter, W. A., Detroit, Lansing & Northern. 
Carv, J. W., Lake Shore & Michigan Southern. 

*Case, Munson T., Green Bay & Minnesota. 
*Chandler, F., Missouri Pacific. 

*Charlton, James, Chicago & Alton. 

Clarke, F. B., Chicago, St. Paul & Minneapolis. 

Cole, L. M., Baltimore & Ohio. 

Cone, C. 8., Jr., Ohio & Mississippi. 

*Connor, Geo. L., Old Colony Steamboat Co. 
*Cummings, 8. W., Fitchburg. 

*Dadmun, Geo. A., Philadelphia, Wilmington & Palti- 
more, 

*Daniels, Geo. H., Wabash, St. Louis & Pacific. 

*Danley, W. L., Nashville, Chattanooga & St. Louis. 

Davant, J. 8., Port Royal & Augusta. 

Davant, T. S., Memphis & Charleston. 

Davidson, W. M., Florida Central. 

Dawes, A. C., Kansas City, St. Joseph & Council Bluffs, 

*“+Davis, H. C., St. Paul, Minneapolis & Manitoba. 

*Dering, H. R., Jeffersonville, Madison & Indianapolis, 

Dorsey, E. R., Georgia. 

Dunham, A. S., Chicago & Eastern Ilinois. 

*Durfee, W. M., Providence & Worcester. 

*Edgar, Win., Great Western. 

*Egan, John, Cincinnati, Indianapolis, St. Louis & Chi- 
cago. 

trnst, J. C., Kentucky Central. 

Ettinger, M. L., Chicago & Iowa. 

Farmer, L. P., Pennsylvania. 

*Filkins, L. W., Stonington Steamship Line. 

Firth, W. H., Detroit, Grand Haven & Milwaukee. 

Fisher, T. F., Galveston, Houston & Henderson. 

*Flanders, D. J., Boston & Maine. 

*Ford, E. A., Vandalia Line. 

*Foye, Chas. H., Portland & Ogdensburg. 

Gabbett, Cecil, Western, of Alabama. 

*Gallup, E., Boston & Albany. 

Gault, Thomas D., Chicago, Pekin & Southwestern. 

*+Hooper, 8. K., Hannibal & St. Joseph. 

Hair, R.8., St. Paul & Duluth. 

*Hall, J. Morton, Allegheny Valley. 

Hancock, C. G., Philadelphia & Reading. 

Hauson, A. H., [linois Central. 

Harrison, W. H., Columbus & Toledo and Columbus & 
Hocking Valley. 

Heakes, F.,Evansville & Terre Haute. 

*Hewitt, John C., People’s Line Steamers. 

*Hills, F. C., Sioux City & Pacific. 

*Holwill, W. F., Delaware, Lackawanna & Western. 

*Houston, W. J., Atlanta & Charlotte Air Line. 

*Howard, Conway R., Chesapeake & Ohio. 

Johnson, A. H., Arkansas Midland. 

*Johnson, W. P., Lake Shore & Michigan Southern. 

*Kendall, A. C., New York & New England. 

*Kendrick, D. M., Delaware & Hudson Canal Co. 

Knight, Ray, Selma, Rome & Dalton. 

*+Keller, Murray, Louisville, New Albany & Chicago. 

Labelle, J. B., Quebec, Montreal, Ottawa & Occidental. 

leet, A. B., Grand Rapids & Indiana. 

*Lord, C. K., Baltimore & Ohio. 

Lowell, Perceval, Burlington & Missouri River in Neb- 
raska 

Lyon, James A., Keokuk & Northern Live Packet Co. 

*McDonnell, A. O., Atlantic, Gulf & West India Transit 
Co. 

Macabe, C., Peoria, Pekin & Jacksonville. 

Masters, W. H., Texas & New Orleans. 

*Miller, F. A., Cairo & Vincennes. 

Mills, B. F., Burlington, Cedar Rapids & Northern. 

Moran, M. R., New London Northern. 

Morrison, L. B., Alabama Great Southern. 

*Morse, F. W., Montpelier & Wells River. 

Mullen, George W., Fort Wayne, Muncie & Cincinnati. 

*Mvers, F. R., Pennsylvania Company. 

*+Macmurdo, John R., Western North Carolina. 

*Nourse, J. P., Flint & Pere Marquette. 

*O’Brien, W. L., Pittsburgh, Cincinnati & St. Louis. 

Ogden, James R., East Tennessee, Virginia & Georgia. 

Orme, A. J., Atlanta & West Poiut. 

Parker, S. 8.. Louisville, Cincinnati & Lexington. 

Peirce, T. W., Jr., Galveston, Harrisburg & San An- 
to rio. 

*Pomeroy, F. L., Boston, Hoosac Tunnel & Western 

*Pope, A., Wilmington & Weldon. 

*Ray, E. A., New Haven & Northampton. 

Rice, Owen, Cincinnati, Wabash & Michigan. 

Richardson, John B., Morgan’s Louisiana & Texas. 

Rockwell, Charles H., Indianapolis, Peru & Chicago. 

*Ruggles, O. W., St. Louis, Lron Mountain & Southern. 

St. John, E., Chicago, Rock Island & Pacific. 

Sanborn, G. G., Northern Pacific. 

*Schriever, J. G.. Morgan’s Louisiana & Texas. 

*Serat, M. W., Utica, Ithaca & Elmira. 

*Shattuc, W. B., New York, Pennsylvania & Ohio. 

Stinson, J. D.. Shenango & Allegheny. 

*Slaughter, M., Virginia Midland. 

Smith, A. D., Pittsburgh & Lake Erie. 

*Smith, A. J.,C.,C., C. & L, and I., & St. Louis (Bee 
Line.) 

*Smith, Geo. W., Lake Erie & Western. 

*Smith, Wm. F., Central Vermont, 
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*Snow, F. E., Canada Southern. 

*Stennett, W. H., Chicago & Northwestern. 
*Stevenson, Samuel, Cincinnati, Hamilton & Dayton. 
*+Sharp, A. A., Macon & Brunswick. 

Taylor, C. A., Richmond, Fredericksburg & Potomac. 

| Taylor, Jas. L., Savannah, Florida & Western. 

| *Thrall, W. A., Chicago & Northwestern. 

*Tilton, J. A.. Cleveland, Mt. Vernon & Columbus. 

*Townsend, H. C., Wabash, St. Louis & Pacific. 

*Tuttle, L., Eastern (Mass.) 

*Van Benthuysen, C. R., New York & Albany Day Line 
Steamers. 

Waldo, J., Houston & Texas Central. 

*Waller, Chas. J., Mobile & Ohio. 

Wells, Lyman, Northeasterr, of Georgia. 

*Wentworth, Henry C., Michigan Central. 

White, W. F., Atchison, Topeka & Santa Fe. 
| Whitehead. G. A.. Central, of Georgia. 
| Williams, D. E., Mobile & Girard. 

*Wilson, E. P., Cincinnati Southern. 

Wilson, S. C., New York City & Northern. 

Wishart. D., St. Louis & San Francisco. 

*W ood, J. R., Chicago, Burlington & Quincy, 

*Wrenn, B. W., Western & Atlantic. 

*Zimmerman, D. M., Camden & Atlantic. 

Total number of members, 127; number present, 72. 

Special credentials for this meeting were presented, as 
follows : 

By Mr. Geo. R. Moore, representing F. 8. Buell; by C. W. 
Fuller. representing J. W. Cary; by Geo. W. Boyd, repre- 
senting the Penna. R. R., and by F. W. Herton, representing 
A. H. Hanson. 

The Chair announced as the next order of business, the 
location of next meeting, whereupon the following points 
were placed in nomination: Cincinnati, Montreal, Denver, 
Boston, St. Louis, Chicago, New York, Atlanta and Louis- 
ville. St. Louis was chosen. 
| The following, duly seconded, was offered : 

** Resolved, That the making of rates by this Association 
be dispensed with at this meeting.” 

Adopted unanimously. 

There being no further unfinished business, the Chair 
announced the next order of business to be miscellaneous 
business, 

The following was offered: 

** Resolved, That a committee of not less than 15 be ap- 
pointed, of which A. V. H. Carpenter shall be Chairman, to 
report at our next regular meeting, on a list of points to 
which coupon tickets shall be issued, covering the whole 
country, and also to recommend colors or tints to be used 
for coupon tickets.” 

Adopted unanimously. 

The Chair appointed Messrs. Carpenter, Atmore, Cum- 
mings and Chandler as members of the committee, instructing 
them to select eleven other members to complete the same. 

The following were reported and approved as the full com- 
mittee: Carpenter, Atmore, Cummings, Chandler, Went- 
worth, Thrall], Daniels, Wood, Gallup, Waldo, Waller, Pope, 
Wrenn, Charlton, Lord. 

The following was the next offered. 

“ Resolved, That for all lines not furnishing different or 
separate accommodations for second and third-class passen- 
gers, there shall hereafter be but two classes of coupon 
tickets used from interior points, viz: First and second class.” 

A motion was made to amend the foregoing by striking 
out ‘‘ second-class,” substituting ‘‘ emigrant” therefor. 

An extended discussion took place by the representatives 
of the various lines interested on the question of the amend- 
ment. It was lost. 

After further discussion on the subject the resolution, as 
originally offered, was adopted. 

The following was then offered: 

** Resolved, That on and after April 1, 1881, the excess 
baggage rate, per 100 pounds, between all competing points, 
shall be 15 per cent. of the regular first-class unlimited 
rate.” 

An amendment was offered to strike out. the word 
‘* fifteen,” and substitute ‘‘ ten,” which was lost. 

A lengthy discussion on this question took place, when, on 
motion, the whole matter was referred to a committee of 
three, with instructions to report during the present meeting 
of the Association, as to rates charged by the leading express 
companies for extra baggage. 

The Chair appointed as members of 
Messrs. Abbott, Boyd and Charlton. 

The question of reducing rates to the coming Yorktown 
Celebration was next brought to the attention of the Asso- 
ciation, and, on motion, it was decided to refer the matter to 
a committee, with instructions to report at the present meet- 
ing of the Association. 

The Chair appointed the following gentlemen as members 
ot said committee —authorizing them to make such additions 
to said committee as they might deem necessary—Messrs. 
Pope, Abbott, Boyd, Wood and Lord. 

The following gentlemen were subsequently selected aud 
added to committee thus appointed: Messrs. Dadmzn, Gal- 
lup, Connor, Filkins, Tuttle, O’Brien, Ford, Houston, Wrenn 
and Waldo. 

On motion, adjournment was had until 3 p. m. 

AFTERNOON SESSION. 

The question of reduced rates to the International Festi- 
val of Turner societies, to be held in St. Louis in the early 
part of June, and also to the National Seengerfest of Ger- 
man singing societiés, to be held in Chicago in the latter part 
of June, was brought to the attention of the Association. 

A resolution to make the rate one fare for the round trip 
from all common points for the public on the occasions 
above referred to, was offered, and after a lengthy discus- 
sion on the subject the mover, by consent of the Associa- 
tion, was permitted to withdraw his resolution. 

The General Committee then presented the following re- 
port: 
ac The General Committee, to whom was referred’ the 
request of the Chairman of the Committee of the Interna- 
tional Sunday School Convention on Railroad Transporta- 
tion for reduced rates to the meeting of that body at Toronto, 
about June 15, report that the Canadian lines expect to sell 
round trip tickets at one and one-third fare, good say three 
days after adjournment, and make no recommendation as 
to what the action of other lines shall be. 

‘*Upon the letter of J. P. Nourse, General Passenger Agent 
of the Flint & Pere Marquette Railway, in reference to 
collusion between a clerk in his office and scalpers for the 
sale of partly or wholly canceled tickets, and tickets other- 
wise legally issued, the Committee recommended the read- 
ing of the communication, but do not see what can be cone 
beyond acquainting the members of the Association w_th the 
facts, as presented in Mr. Nourse’s letter, and accompanying 
newspaper slips.” 

The Secretary of the Western Association desired to pre- 
sent fur the consideration of the Association a report of the 
most important matters which had come before that As3oci- 
ation during the past- year, and which had been printed in 
convenient form for that purpose. 

On motion said report was Taid on the table. 

A further motion that such printed report be distributed 
among the members for taeir individual information was 
offered and adopted. 


said committee, 
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A letter from the chairman of the International Cotton 
Exposition, to be heldin Atlanta, Ga., asked for reduced 
rates thereto, and on motion the same was referred to the 
Committee on Yorktown Celebration. 

The following was next offered: 

** Resolved, That this Association adopt an iron-clad con- 
tract, which shall contain the following clauses: 

ee LE Railway. Special con- 
tract; good for one first-class passage tO............+008 
return, when ofiicially stamped on back hereof, and pre- 
sented with coupons attached. 

‘*In consideration of the reduced rate at which this ticket 
is sold, I, the undersigned, agree to and with the several 
companies, over whose lines this ticket entitles me to be car- 
ried, as follows, to wit: 

‘“‘ Ist. That in selling this ticket, the................. Rail- 
way Company acts as agent, and is not responsible beyond 
its own line. 

‘2d. That this ticket is NOT TRANSFERABLE, and no stop- 
over at an intermediate point will be allowed, unles: specially 
provided for by the local regulations of the lines over which 
it reads. 

‘2d. That any alteration whatever of this ticket renders 
it void. 

“4th. That it is good for GOING passage only......... days 
from date of sale, as stamped on back and written Jelow. 

‘Sth. That it is not good for RETURN passage unless the 
holder identifies himself as the original purchuser to the sat- 
isfaction cf the authorized agent of the.............++ R. B., 
Ce pe ee within..... 5 eee eee days from date of 
sale, and when officially signed and dated in ink, and duly 
stamped by said agent, this ticket shall then be good 
re days from such date. 

“6th. That I, the original purchaser, hereby agree to sign 
my name and otherwise identify myself as such, whenever 
called upon to do so by any conductor or agent of the line or 
lines over which this ticket reads. 

“7th. That BAGGAGE LIABILITY is limited to wearing ap- 
parel not exceeding $100 in value. 

‘*8th. That the coupons belonding to this ticket will not 
be received for passage if detached. 

“9th. That my signature shall be manuscript and in ink. 

‘10th. That unless all the conditions on this ticket are 
fully complied with, it shall be void. 

“11th. That I will not hold any of the lines named in this 
ticket liable for damages, on account of any statement not in 
accordance with this contract, made by any employé of said 
lines 

“12th. And it is especially agreed and understood by me, 
that no agent or employé of any of the lines named in this 
ticket has any power to alter, modify or waive in any man- 
ner, any of the conditions named in this contract.” 

The report also presented a form of ticket. 

Question put by Chair, and ~~ unanimously. 

The Committee on Baggage Rates then presented the 
following report : 

‘* Your Committee appointed to inquire into and report 
upon rates charged by express companies, for the transpor- 
tation of baggage, beg leave to submit the following official 
figures, procured from two of the leading express companies, 
exemplifying the existing rates between New York and 
Western centres, to wit: 
New York to Cleveland . 

zg * Cincinnati 
ic ics Acie isseanene 
PGs MIDS wasilttnad: <a dennmeen’ 

“The above rates are exactly equal to 10 per cent. of the 
present unlimited first-class fares, New York to Cincinnati 
and St. Louis, and are 20 cents higher to Chicago, and 35 
cents higher to Cleveland than 10 per cent. of our unlimited 
first-class fares. 

‘‘ This comparison demonstrates that the adoption, by the 
Association, of 10 per cent. extra baggage rate, will protect 
our revenues from the competition of express companies 
for carriage of baggage.” 

Report of committee adopted. 

The following was offered and carried unanimously : 

‘* Resolved, That the Secretary be instructed to notify the 
compilers of the various district rate sheets that this Asso- 
ciation, having adopted the rate of 10 per cent. of the first 
class lowest unlimited fare for extra baggage, they be re- 
quested to print said rate upon their rate sheets from and 
after April 1, 1881.” 

It was then moved that a committee of five be appointed 
to take notice of the recent demise of Mr. 8. E. Carey, with 
instructions to report at the next session of the Association. 

The chair appointed Messrs. Almore, Carpenter, Charlton, 
Stevenson and Tuttle. 

The following was next offered : 

‘“‘Whereas, This Association has declared that in making 
through unlimited rates, such rates shall be made by adding 
together the locals of the short lines between given points, 
except where local rates of a longer live shall be less than 
suc 1 rate, then such shall obtain; th: refore, 

** Resolved, that all members of this Association pledge 
themselves to maintain through urlimited rates so made 
under all cir; umstarces, and that whenever rates are made 
less than such unlimited figures, it shall be done upon a 
closely limited ticket.” 

Adopted unanimously. 

On motion adjournment was had until 10 a. m., March 

c. 


$1.75 per 100 pounds. 
» 00 - 


SECOND DAY'S SESSION, 

Convention called to order at 10.20 a. m., March,10, *881, 
the President, W. B. Shattuc, in the chair. 

On motion the rules were suspended for the purpose of 
proceeding to the election of officers for the ensuing year. 

Messrs. W. B. Shattuc and James Charlton were placed in 
nomination for the presidency. W. B. Shattuc, having re- 
ceived a majority of all the votes cast. was declared Presi- 
dent for the ensuing year. 

E. P. Wilson was placed in nomination for the vice-presi- 
dency, and on motion the Secretary was authorized to cast 
the unanimous vote of the convention in his favor. 

A. J. Smith was next placed in nomination for the office 
of Secretary, and on motion the President was authorized 
to cast the unanimous vote of the Association in his favor. 

The President next announced it his duty to fill the vacan- 
cies in the Executive Committee, caused by the retiremen 
of Messrs. Tuttle, Davant, Kimball and Cole, whose terms 
had expired. He appointed Messrs. Ruggles, Cummings, 
Houston and McDonnell. 

No objections being offered, the appointments stood con- 
firmed. 

To fill the vacancies in the General Committee, caused by 
the expiration of the term of Messrs. Dorsey, Gallup and 
Parker, and to provide for deficit of one member that ex- 
isted in that committee, the President appointed Messrs. 
Howard, Kendall, Keller and Davis. 

No objection being offered, the appointments stcod con- 
firmed. 

The President appointed the following roads as the Rate 
Committee for the ensuing year : 

Pennsylvania Company. 

Pittsburgh, Cincinnati & St. Louis. 

Louisville & Nashville. 

Cleveland, Columbus, Cincinnati & Indianapolis. 

New York, Pennsylvania & Ohio. 
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Pennsylvania Railroad. 

Hannibal & St. Joseph. 

Lake Shore & Michigun Southern. 

Chicago, Burlington & Quincy. 

Wabash, St. Louis & Pacific. 

Atlantic Coast Line Railways. 

New York, Lake Erie & Western. 

Cincinnati, Hamilton & Dayton. 

Missouri Pacific. 

St. Louis, Iron Mountain & Southern. 

Baltimore & Ohio. 

Illinois Central. 

Chicago & Northwestern. 

Piedmont Air Line. 

Chicago, Rock Island & Pacific. 

Central Short Line. 

Columbus & Toledo. 

Savannah & Charleston. 

Columbus & Hocking Valley. 

Jeffersonville, Madison & Indianapolis. 

Michigan Central. 

Chicago, St. Louis & New Orleans. 

Savannah, Florida & Western. 

Chicago, Milwaukee & St. Paul. 

Central of Georgia. 

Virginia Midland. 

Cincinnati Southern. 

The convention then resumed the consideration of miscel- 
laneous business. 

The following report of the Committee on Reduced Rates 
to the Yorktown Celebration and International Cotton Ex- 
position, to be held in Atlanta, Ga., was read: 

‘The Committee to whom was referred the question of 
reduction of rates for visitors to the Yorktown Centennial 
Celebration, Oct. 19, 1881, beg leave to report that, while 
recognizing the desirability of making such reductions as 
wil] reasonably accommodate all intending visitors, it is not 
at the present time practicable to indicate rates or points 
from which it is desirable to make them, but recommend 
that at a later date—to be agreed on by the lines directly 
participating in the business—an agreement be reached, gov- 
erning the whole question, and rates and tickets made in ac- 
cordance therewith. 

‘* Referring to rates for the International Exposition—to 
be beld in Atlanta, Ga., in October, 1881—that similar 
method of action apply.” 

On motion the report was adopted. 

The attention of the Association was then called to the fol- 
lowing extract from a circular issued under date of Feb. 15, 
1881, by T. H. Goodman, General Passenger and Ticket Agent 
of the Central Pacific: 

* We require the passenger’s signature to be affixed to all 
new forms of our issue over connecting roads, and in order 
to checkmate scalpers and ticket brokers en route, we are 
compelled to respectfully insist upon eastern connecting 
roads requiring their agents to secure passengers’ signatures 
to all tickets—including unlimited, first-class, of new print, 
as above, to points west of Ogden or Deming. 

** All forms and classes of tickets should include the fol- 
lowing: 

“This ticket is not transferable, and if presented by any 
other person than the original holder, whose signature is 
hereon, the conductor will take it up and collect full fare. 
The holder will write his or her signature when required by 
conductors or agents.” 

The following resolution was then offered: 

** Resolved, That the lines constituent of this Association 
will comply with the requirements of Mr. I. H. Goodman’s 
Cireular No. 9, dated Feb. 15, 1881, in printing all tickets 
reading over that line, from and after April 1, 1881.” 

Adopted. 

The following report of the Committee appointed to take 
action on the death of Mr. S. E. Carey was then read : 

To the General Passenger and Ticket Agents’ Association: 

‘Your Committee charged with the duty of formulating 
an expression of the sentiments of the comrades of the 
lamented E. 8S. Carey—whose demise since our last meeting 
has left a vacancy in our ranks which will long be felt— 
would respectfully report that we have had a consultation 
upon the matter, and recommend that a memorial page in 
the records of the Association be dedicated to his memory, 
that the obituary notice and likeness of our departed brother, 
published in the Travelers’ Official Guide, be placed in our 
archives, and we further recommend that the Secretary of 
the Association be directed to convey to his family the assur- 
nen of our united and individual sympathy in this dark 

our. 

‘“* That his former associates are fully sensible of the worth 
of the deceased as a man and contemporary in the railway 
service, and commend his manly characteristics as worthy 
of veneration, and trust that our record may be as clear as we 
have no doubt his will be found to be in the‘ Land that is 
fairer than day.’” 

Adopted unanimously. 

The following was adopted: 

‘* Resolved, That a committee of three be appointed to 
draft resolutions regarding the loss sustained by the Associa- 
tion in the death of Gen. P. W. Strader.” 

The Chair appointed Messrs. Wentworth, Carpenter and 
O’Brien. ‘i 

Said Committee offered the following: 

‘* This Association has learned with a regret of the de- 
mise of Gen. P. W. Strader, one of the founders, and for a 
long time an active, useful and prominent comrade of the 
Associated Passenger Agents of the United States. 

** That we are fully sensible of the valuable service he has 
rendered the railway interest of the country. 

‘** That we feel grateful for the great aid he ever extended 
to the younger members associated with him, by giving 
them the benefit of his great experience and excellent judg- 
ment. 

‘**That we have always been in sympathy with him in the 
long period of his sufferings, and that we return to his family 
our cordial condolence in their affliction. 

‘“‘ That the Secretary obtain the necessary data for an in- 
cription of a memorial page in our records, and enter the 
same therein. 

‘That a copy of this resolution be furnished the family of 
our departed friend.” , 

The following resolution was offered: 

_** Resolved, That a committee of five be appointed to con- 
sider the whole question, and to prepare onl submit a code 
of rules to govern the carriage of extra baggage, at the next 
meeting of the Association, and that, before said rules be 
submitted to the Asseciation, legal advice be taken as 
to the right of the carrier to limit the carriage of baggage 
in the United States.” 

Adopted. 

The President appointed Messrs. Wilson and Thrall, mem- 
bers of said Committee, authorizing them to select three 
other members to assist them. 

Messrs. Townsend, Atmore and Ford were thus selected. 
caer the usual resolutions of thanks, the Convention ad- 
journed. 








—Mr. F. E. Morse has resigned his position as General 
Passenger and Ticket Agent of the Hannibal & St. Joseph. 





RAILROAD LAW. 


Damages—State Law. 

In the United States Supreme Court, March 21, a decision 
was given in the case of Eliza J. Dennick, administratrix, 
etc., —", in error, vs. the Central Railroad aren of 
New Jersey. The plaintiff, an administratrix appointed in New 
York under a New York law, sued a New Jersey corporation 
under the New Jersey statute relating to injuries resulting 
in death. The death occurred in New Jersey. The Court 
below directed a verdict for the defendants, on the 
ground. that a New York administratrix had no 
cause of action conferred upon her by the New 
Jerse statute, inasmuch as that statute gave 
a right of action only to a New Jersey representative 
as trustee of a special trust tu be collected, administered aud 
distributed only under the New Jersey law. In the absence 
of any controlling authority or general concurrence of 
decision this Court holds that it must decide for itself the 
question now for the first time presented to it, and, with 
every respect for the courts which have held otherwise, it is 
of opinion that sound principles clearly authorize the 
administrator in cases like this to maintain the action. Judg- 
ment reversed with costs and cause remanded with direc- 
tions to award a new trial. Opinion by Justice Miller. 
Maine Tax Law. . 


The following is the law for taxation of railroads, as 

mma by the islature of Maine, and approved by the 
vernor, March 17, 1881: 

SECTION 1. The buildings of every railioad corporation or 
association, whether within or without the located right of 
way, and its lands and fixtures outside of its located right of 
way, shall be subject to taxation by the several cities and 
towns in which such buildings, land and fixtures may be 
situated, as other property is taxed therein. 

Src. 2. Every corporation, person or association, operat- 
ing any railroad in this state, shall pay to the State 
Treasury, for the use of the state, an annual excise tax, for 
the privilege of exercising its franchises in this state, 
which, with the tax provided for in section one, shall be in 
lieu of all taxes upon such railroad, its property and stock. 
There shall be apportioned and paid by the state from the 
taxes received under the provisions of this act. to the several 
cities and towns, in which on the first day of April, in each 
year, is held railroad stock hereby exempted from other tax- 
ation, an amount equal to 1 per centum on the value of 
such stock on that day, as determined by the Governor and 
Council ; provided, however, that the total amount thus 
apportioned on account of any railroad shall not exceed the 
sum received by the state as tax on account of such rail- 


Sec 3. The amount of such tax shall be ascertained as fol- 
lows: The amount of the gross transportation receipts as re- 
turned to the Railroad Commissioners for the year ending 
on the thirtieth day of September next preceding the levy- 
ing of such tax shall be divided by the number of miles of 
railroad operated to ascertain the average gross receipts per 
mile; when such average receipts per mile shall not exceed 
$2,250, the tax shall be equal to one-quarter of 1 per centum 


of the gross transportation receipts; when the 
average ‘receipts Pe nd mile exceed $2,250 and do 
not exceed $3, , the tax shall be equal to 


one-half of 1 per centum of the gross frec2ipts; and so on- 
increasing the rate of the tax one-quarter of 1 percentum for 
each additional $750 of average gross receipts per mile or frac- 
tional part thereof, provided, the rate shall in no event ex- 
ceed 344 percentum. When a railroad lies partly within 
and partly without this state, or is operated as a part of a 
line or system extending beyond this state, the tax shall be 
equal to the same proportion of the gross receipts in this 
state, as herein provided, and its amount determined as 
follows: The gress transportation receipts of such railroad, 
line or system, as the case may be, over its whole extent, 
within and without the state, shall be divided by the total 
number of miles operated to obtain the average gross re- 
ceipts per mile, and the gross receipts of this state shall be 
taken to be the average gross receipts per mile, multiplied 
by the number of miles operated within this state. 

Sec. 4. The Governor and Council, on or before the first 
day of April in each year, shall determine the amount of 
such tax, aud report the same to the State Treasurer, who 
shall forthwith give notice thereof to the corporation, person 
or association upon which the tax is levied 

Sec. 5. Said tax shall be due and payable, one-half there- 
of on the first day of July next after the levy is made, and 
the other half on the firstday of October following. If any 

rty fails to pay the tax, as herein required, the State 

reasurer —_ proceed to collect the same, with interest, at 
the rate of 10 per cent. per annum, by an action of debt, in 
the name of the state. id tax shall be a lien on the rail- 
road operated, and take precedence of all other liens and in- 
cumbrances. 

Sec. 6. Any corporation, person, or association ag- 
grieved by the action of the Governor and Council in deter- 
mining the tax, through error or mistake in calculating the 
same, may apply for an abatement of any such excessive 
tax within the year for which such tax is assessed, and if, upon 
re-hearing and re-examination, the tax appears to be exces- 
sive through such error or mistake, the Governor and Coun- 
cil may _ thereupon abate such excess, and the amount so 
abated shall ‘be deducted from any tax due and unpaid 
upon the railroad upon which the excessive tax was assessed ; 
or, if there is no such unpaid tax, the Governor shall draw 
his warrant for the abatement, to be paid from any money 


in the ay not otherwise appropriated. 

Sec. 7. If the returns now required by law, in relation to 
railroads, shall be found insufficient to furnish the basis 
upon which the tax is to be levied, it shall be the duty of the 
Railroad Commissioners to require such additional facts in 
tke returns as may be found necessary; and, until such 
returns shall be required, or, in default of such returns when 
required, the Governor and Council shall act upon the best 
information they may be able to obtain. The Railroad 
Commissioners shall have access to the books of railroad 
companies, to ascertain if the required returns are correctly 
made; and any railroad corporation, association, or person 
operating any railroad in this state, which shall refuse or 
neglect to make the returns required by law, or to exhibit 
to the Railroad Commissioners their books for the purposes 
aforesaid, or shall make returns which the President, Clerk, 
Treasurer, or other = certifying to such returns knows 
to be false, shall forfeit a sum not less than $1,600 nor more 
than $10,000, to be recovered by indictment, or by an 
action of debt in any county into which the railroad operated 


aA extend. 
Ec. 8. All acts and: paxts of acts inconsistent with this 


act are hereby repealed, except as to all taxes heretofore 
assessed, and this act takes effect when approved. 








THE SCRAP HEAP. 


Locomotive Building. 

The Mason Machine Works, at Taunton, Mass., aie to be 
enlarged by a two-story brick machine shop 130 by 60 ft., 
chiefly for locomotive work. 

It is said that the Mexican National Construction Co. has 
contracted for 200 narrow-gauge locomotives. 





The Rock Island shops in Chicago are at work on 10 new 
locomotives for the road. An unusual force is also employed 
in repairs, in consequence of the severe winter. 

The New ‘York, Penneyivauia & Ohio shops in Meadville, 
Pa., have a changed 33 locomotives from 6 ft. to 
standard gauge. They are building five a passenger 
engines, two of whith are out on the road already. 

e Shaw Locomotive Co. has been organized in Boston 
with $1,000,000 capital stock to build, sell and lease locomo- 
tives constructed under the Shaw patent. Frederick 'W, 
Nickerson is President. 


Car Notes. 
The Concord Railroad shops at Concord, N. H., are build- 
ing 100 freight cars for the road. 
wers, Dure & Co., at Wilmington, Del., have recently 
«sg large number of freight cars to the Shenandoah 
Valley road. 


The Mexican National Construction Co, is reported to 
have ordered 500 freight cars for the road which it is build- 
ing in Mexico. 

e New England Car Co., of Boston, has closed a 
contract with the New York, New Haven & Hartford for 
the adoption of its patent screw lever dump car for coal, 
gravel, etc. The Maine Central Co. is building five of these 
cars, with a view to adopting them. 

The New York, Pennsylvania & Ohio shops at Meadville, 
Pa., in a few months past have changed 878 cars from 6 ft, 
to standard gauge, and have built 100 new box cars. 

The Chicago, Rock Island & Pacific shops in Chicago are 
building ten handsome passenger cars and a dining car ona 
new plan. 

Smith & O’Leary, of the Chicago Steam Forge, recently 
sent one thousand brake-staffs to the Union Pacific, and have 
received an order for another large lot for the same road. 


Bridge Notes. 

The Missouri Valley Bridge & Lron Works, at Leaven- 
worth, Kan., are building iron railroad bridges of 200 ft. 
span for the Missouri Pacific, and of 80 ft. and 94 ft. span 
for the Denver, South Park & Pacific; highway bridges of 
156 ft., 144 ft., 130 ft. and 120 ft. span of iron, and of 110 
ft. combination truss for counties in Missouri and Kansas, 
Also a transfer table and several turn-tables for the Atchi- 
son, Topeka & Santa Fe. 


Iron and Manufacturing Notes. 

The Westinghouse Air Brake Co. has bought additional 
property on Duquesne Way, Pittsburgh, and will put up 
buildings for the manufacture of interlocking switch an 
signal apparatusand electric signals generally. This action 
is probably on account of the recent change by which a con- 
trolling interest in the Union Electric Signal Co. was ob- 
tained by this company. — ; 

Vanderbilt & Hopkins, dealers in ties, car and bridge lum- 
ber, at No. 20 Liberty street, New York, have succeeded to 
the former firm of Bentley, Gildersleeve & Co., dissolved. 
Mr. E. W. Vanderbilt, of the old firm, is alsoin the new 
one. 

Keystone’ Furnace at Chain Dam, Pa., has been rebuilt, 
and went into blast March 5. 

The old Harrisburg (Pa.) Furnace has been sold to the 
Harrisburg Car Co., and will be started up soon. ‘ 

The rolling mill at Brownsville, Pa., has been repaired and 
improved, and will start up early in April. 

The Cieveland Rolling Mill Co., in Cleveland, O., is run- 
ning its rail mills at both the Lake Shore and Newbury mills 
full double turn. 

Westlake & Co., at their rolling mill in Warren, O., have 
begun the manufacture of car-links and pins. 

The Pittsburgh Steel Casting Co. is adding ogee for the 
manufacture of Bessemer steel to its works. It will begin 
this spring with oue seven-ton converter. 

The Louisville, New Albany & St. Louis Company has 
contracted for 12,000 tons of steel rails from the Cambria 
Iron Co. and the Edgar Thomson Steel Works. 


The Rail Market. 

Quotations continue nominally $60 per ton at mill for steel 
rails, but higher priccs—#62.50 to $64—are said to have been 
offered for early delivery. Some sales of English steel rails 
are reported at about $31, f. o. b., at an English port. We 
are also informed of a sale of Engllsh rails at $34, delivered 
in New York, purchaser to pay duty. : 

Iron rails are in active demand and a number of sales are 
reported of small lots, with a few large orders, at from 
$47.50 for heavy rails up to $52 for light sections. Some 
sales of English rails are reported at $46 per ton at tide- 
water. 

No change is reported in old iron rails and few sales 
Philadelphia quotations are $27.25 to $28 per ton. 


She was all Right. 

A well known engineer on the Union Pacific, who has a 
slight impediment in his speech, bad an interview a few 
days since with his division superintendent, the nature of 
which gradually leaked out and became a source of con- 
sidevate fun for the voys. The story goes that ona recent 
run his engine had a collision with a cow, resulting disas- 
trously to the animal in question. By a rule of the railroad 
company such accidents must be reported by the engineer 
and conductor in writing, and for some reason the engineer 
forgot his duty on this occasior, until he was summoned 
before the railroad magnate for private investigation. 

‘“Mr. —.” said the Superintendent, “‘how is it that you 
failed to report the killing of a cow on your run of such a 
date ?” ° 

“ Td-d-d-d-don’t remember any su-s-s-such accident,” re- 
plied the knight of the foot board, stratching his head 
thoughtfully. ‘ 

“* Well, you certainly must have killed a cow on that run, 
for it was reported in due form by the conductor,” insisted 
the Superintendent. : 

“‘N-n-n-no. | d-d-d-didn’t,” said the engineer. | 

“Now, just think a little and see if you can’t remember 
it,” said the persistent interrogator. tied 

“No. I c-ki-ki-can’t remem-m-m-m-remember_ki-ki-kill- 
ing any c-c-cow. I d-d-do remember stri-stri-striking one, 
b-b-but I looked out of the wi-wi-wi-wi-window and _s-s-saw 
her lying b-b-back, by the side of the tra-r-ck, moving ber 
feet (motioning with his hand) to go ahead, and I to-to- 
took it to mean that she w-w-was all right. : ; 

He was warned not to be too sure of such sigaals in the 
future.—Omaha Bee. 


Wanted a Time-Table. 

A discharged railroad man went to the Erie headquarters 
not long ago and asked for a recommendation so he could 
secure a position on another road. He was bluntly told that 
recommends were not given to discharged men. 

“Will you , we me a puss, then ?” he asked. ; " 

“No. We don’t give passes to yey men, neither. 

‘Well, will you give me a time-table, then” 

“Why, what do you tvant of a time-table?” asked the 
official. , 

“1 want to go to Salamanca and wish to keep out of the 
way of all first-class trains,” remarked the discomfited_rail- 
roader, as he put the door between himself and the official. 
— Jervis Gazette. 
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EDITORIAL ANNOUNCEMENTS. 


Addr —Br letters should be addressed and drafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
EprtoR RAILROAD GAZETTE. 





Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umMns We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es 
necially annual reports, some notice of all of which will 
be published 


UNREASONABLE THROUGH RATES. 


Mr. Fink's reply to Juage Black's charges has reached 
a third letter in the New York World, which we repro- 
duce in another column—a most complete and un- 
answerable paper, which is especially important be- 
cause it contains a contradiction of a statement which 
has been very widely published by papers criticising 
the policy, and especially the rates, of the railroad 
companies. This is the statement that 15 cents per 
100 Ibs. from Chicago to New York is a sufficiently 
remunerative rate, according to expert testimony 
given before the New York Investigating Committee. 
Now the testimony on which this statement was based 
was given by Mr. Fink © himself, but, as 
may be imagined, he never testified that this 
was a rate that yielded a reasonable profit on the 
cupital invested. What he did testify was that 
the 15 cent rate on through grain was probably better 
for the railroad (being already equipped to do the 
work) than to give up grain transportation altogether, 
when low lake or canal rates or other competition 
made it impossible for the railroads to get more than 
15 cents. Now it is not even necessary to get the 
average cost of transportation in order to make this 
desirable, for a very considerable portion of the ex- 
penses remain unchanged when a portion of the trattic 
is abandoned. It is asifacarter could not get loads 
that would pay the cost of keeping himself and horse, 
of repairs to cart and harness, and fair wages for him- 
self. Let ussay these would be $5 per day, $2 of it for 
wages: but work becoming slack, or somebody 
or some other method of carriage taking it for 
less, the carter for a time could only get #4. 
While this would not pay what would truly be called 
the cost of doing the work, it would still be better for 
the carter to take it than to lie idle and earn nothing ; 
for while he lay idle his expenses for keeping himself 
and horse would remain about the same as if they 
were at work, and about all he would save would be 


the repairs of cart and harness, This is true of rail- 
road transportation, though not. to the same extent, 
and it is true of nearly every business: under the sun, 
and especially of business in which the amount of fixed 
capital is very great, so that the interest on an invest- 
ment which cannot be changed forms a large propor- 
tion of the whole cost, and goes on just the same 
whether any work is done or not. In Mr, Fink’s 
testimony he expressly stated that he made no allow- 
ance for interest on the investment in the railroads ; 
but no mention of this was ever made in any of 
the newspapers which quoted this testimony as evi- 
dence that 15 cents per 100 Ibs. was a “ paying rate.” 
So it may have been a paying rate: that is, it paid 
better than to side-track the cars, house the engines 
and discharge the train crews. In accepting mini- 
mum rates no account is or shou'd be taken of the 
amount of capital invested in the plant of the railroad 
or other investment that does the work—that is, for 
work that can be done with the plant already pro- 
vided. If the rate will pay the additional expense in- 
curred on its account, including repairs and renewals, 
and a dollar more, it is better to take it, though the 
portion of capital on which it should pay interest is a 
million dollars. That is, it is better to make a profit 
of a dollar than to make no profit at all—a principle 
on which all kinds of industries act, but 
which somehow people are slow to apply to railroads, 
A farmer would think you an idiot if you complained 
of his raising grass that yielded him a profit of but a 
dollar an acre on a farm that cost him $50 an acre, 
under which a profit of 10 per cent. was only a reason- 
able return. He would tell you very sensibly that he 
was glad to make a ‘dojlar an acre on that part of his 
farm from grass, because if he didn’t raise grass he 
could make no profit at all on it. Now nearly every 
railroad has an immense unused capacity on_ its 
tracks for running trains, and frequently at times 
(sume times for long periods) has more rolling stock 
than trafttic. This unused capacity is its ‘fallow 
land,” or **swamp land,” and it is always glad to make 
a dollar out of it, without regard to the amount of 
capital invested init, whether this profit is the same, 
one-half, or one-twentieth the average protit which it 
obtains from other traffic for doing work of equal 
cost 

It is not necessary to speculate whether a 15 cent 
rate from Chicago to New York would be a reasonable 
one ornot. Wecaneasily test its reasonableness. We 
will.apply this rate, to exceed which Judge Black said 
is to practice extortion, to the actual traffic of some of 
the railroads. Fifteen cents per 100 Ibs. from Chicago 
to New York is at the rate of 0.3125 (,5;) cent per ton 
per mile. Now, if the New York Central had carried 
all its freight at that rate during its last fiscal year 
(ending with September last), its freight earn- 
ings would have been smaller than they actually 
were by the sum of $14,077,650, and would have been 
$5,548,568 less than its freight expenses, and its total 
net earnings, instead of being $15,326,019, would have 
been only $1,248,369, and if the company had not ex- 
ceptionally large passenger, mail and express earnings 
the vast property would have earned no income at all. 

In the case of the Erie, Judge Black’s ‘* reasonable 
rate” would have reduced its freight earnings $8,949, - 
767, and made them $3,824,695 less than its freight ex- 
penses, and $1,900,584 less than its total expenses, so 
that to work the road through the year it would have 
had to run in debt to that amount. The Pennsylvania 
Railroad for the calendar year 1880,at the above *‘reason- 
able rate” on all its lines east of Pittsburgh and Erie 
would have earned $34,528,545 less for carrying freight, 
and instead of a net profit of $28,584,577 on its business 
that year would have had a net Joss of $5,943,968, and 
not only would its stockholders have had to whistle 
for their dividends, but its bondholders would have 
had to go without any interest, and the holders of the 
securities of the leased lines without their dividends 
and interest also, which, we imagine, would have 
caused jioud complaints in Judge Black’s state 
and in many other places, especially if followed, as it 
certainly would be if it were certain that no higher 
rate could be had thereafter, by the closing of the Penn- 
sylvania Railroad, in which case, when Judge Black 
next came to New York to address the Anti-Monopoly 
League, he might have to.drive over from Lancaster 
(though we will not say that the loud complaints 
would be chiefly on that account). Prosecuting 
our inquiries further, we find that the 15-cent. rate 
would have reduced the Lake Shore's freight earnings 
in 1879 (last year reported) $5,770,000, and its net earn- 
ings from $6,336,968 to $567,000—about one-fifth of the 
sum necessary to pay interest and rentals; it would 
have taken about $2,740,000 from the Michigan Cen- 
tral’s freight earnings and reduced its net earnings 
to about $90,000 less than nothing. 
All these calculations are easily made, and there is 





“MARCH 25, 1881 





no excuse for any one who sets out to inform the pub- 
lic as to what are reasonable rates for transportation, 
and to charge the railroads with extortion, who does 
not examine into the effect of any proposed ** reason- 
able” and maximum rates and see at least whether 
they would be possible. The slightest examination 
would have shown that a rate of 15 cents per 100 Ibs. 
from Chicago to New York could not possibly be ap- 
plied generally to freight traftic without certain bank- 
ruptcy of all the roads, including the strongest, except 
a few that are chiefly supported by passenger traffic. 


Report ‘of the Massachusetts Railroad Commission. 


This report opens, with the usual record of the busi- 
ness Of the Massachusetts railroads during the year, of 
which we give a summary in another article. The dis- 
cussions of matters of general interest are noted 
below. 

The commission report that the business of the roads 
and of the port of Boston were greatly reduced during 
the year, for lack of rolling stock and terminal facili- 
ties. We doubt, however, whether this is entirely 
true. Doubtless if Boston and the Massachusetts 
roads had had abundant facilities for handling freight 
last year and the facilities of other roads and ports 
had remained insufficient, Boston and the Massachy- 
setts roads would have had a_— great deal 
more _ traffic. But all roads and all ports 
were at times unable to take care of all the 
traffic offered. Perhaps not all to the same 
extent, yet it is certain that Boston did not suffer 
alone, by any means, and in grain, at least, its gain 
was larger in proportion than that of any of the other 
Eastern ports. And we do not think that the failme 
to provide sufficient rolling stock was due to negli- 
gence or short-sightedness. \ railroad is never 
justified in providing rolling stock enough for 
all traffic that may ever offer; because cir 
cumstances may sometimes, and do sometimes, 
cause shippers to wish to forward in one week 
more than twice the average weekly shipments of the 
year, and it is too great a tax on shippers and carriers to 
provide a great stock of cars and engines which will be 
used but two or three weeks in the year. As for foresight, 
doubtless no one did anticipate that the increase in 
trattic would be so large, yet orders for rolling stock 
before the end of 1879 were sufticient to crowd most 
of the shops with work, and of course railroad man 
agers no more than other people can see clearly into 
the future. If they could have done so in 1872 and 
1878, they would have avoided the vast purchases of 
rolling stock which so many companies made for an 
anticipated increase of traftic which did not come, and 
on which they had to pay interest, while for years 
much of it lay idle. As for means of handling traftic 
at termini, these if possible ought to be made equal to 
the largest traftic that the roads are actually able to 
carry to such termini; otherwise they might as well 
not have the cars which stand idle for days or weeks 
because they cannot be unloaded. But providing such 
means at the great cities has become a very 
difticult matter, for which money alone does not suf- 
fice. During the past winter, at times, thousands 
of cars have been held on side-tracks for considerable 
periods near the Atlantic cities because the condition 
of the city streets was such that merchants could not 
remove freight from the depots nearly as fast as usual. 
The freight-houses soon tilled up, and then arriving 
ears had to be held until room was cleared for their 
contents. 

The chief discussion of the relations of the railroads 
to the state contained in this report is its reply to the 
circular of the New York Chamber of Commerce, the 
chief part of which we published a few months ago 
But there is besides a chapter on ‘ Freight 
Discrimination and Reasonable Rates,” chiefly 
following} the tenor of the Commission's special 
report on a charge against the Boston & Albany Rail- 
road, which we published nearly a year ago. The 
Commission aftirm that a railroad may not make a 
lower rate to one man than it charges others under like 
circumstances, and that when this was done it would not 
relieve the railroad from the charge of discrimination 
to show that the other shippers had not asked for the 
lower rate. 

Some of the discussions of special questions we hope 
to publish hereafter. 


The Massachusetts Railroads. 





The twelfth annual report of the Massachusetts Railroad 
Commission appears in its usual form and with the usual 
contents, opening with what may be called a summary of the 
reports of the Massachusetts railroads as a whole, which we 
purpose to further condense and tabulate. The Massachusetts 
roads, important as they are, form but a comparatively small 
system, exceeded by the possession of single companies in other 
parts of the country. The 64 companies reporting to the 
Commission had, at the end of September last, 2,6671¢ miles 
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of road, 651!¢ of which was double-track road. 
Thé increase during the fiscal’ year was 3811 
niles Of the whole mileage reporting, 1,893 


miles was in Massachusetts. There was, a slight addition 
to the stock of the roads in the course of the year, and a 
large ope ($8,400,000, or 6 per cent.), to their debts, the 
proportion of the latter to the stock, however, remaining un- 
usually small for American roads, which in the aggregate 
have debts fully as large as their capital stock, while the 
debts of the Massachugetts roads are but one-half of their 
stock. The growth of traftic during the yeur was large, as 
generally in this country. Passenger traftic, which had de- 
clined continucusly from 1874 to 1878, and in 1879 was but 
t per cent. greater than in 1878, in 1880 was 15 per cent. 
greater than in 187%, and larger than ever before. Freight 
traflic, which has grown somewhat, it is true, every year 
since 1875, and was 11 per cent. larger in 1879 than in 
1878, was 19 per cent. greater in 1880 than in 1879. There 
was a decrease in the average rate per passenger per mile from 
2.11 to 2.05 cents (3 per cent.), and the average rate 
per ton per mile increased from 1.838 to 1,850 cents per ton 
per mile, and the result, with the great increase in traffic, 
was an increase of the gross earnings, which from all sources, 
were $35,140,375, 15!, per cent. more than those of the pre- 
vious year, passenger earnings being 11 per cent., and 
freight earnings, 1.8 per cent. larger. There were small 
increases in the average train loads—from 57,1 to 62.4 pas- 
sengers per passenger train, and from 90 to 97.8 tons of 
freight per freight train, the latter remaining much smaller 
than those of most roa’s west of New England whose re- 
ports we review, one of the reasons for which, doubtless, is 
the exceptionally large proportion of local freight on the 
There was a very large increase 
in the working expanses (20 per cent., amounting to 
83,742,605), so that, in spite of the increase of $4,827,- 
HO in earnings, the net earnings were but 
21,084,805 larger, which, however, is an increase of 
more than 9 per cent. and is equivalent to nearly 1 per 
cent. on the aggregate capital stock of the roads, Of the 
larger profits, however, $250,762 were absorbed by the 
larger interest accrued, and the actual increase of dividend 
payments was $728,287, or 11.8 per cent., the average pay- 
ment on tie aggregate stock being 5.05 per cent., against 
1.44 the previous year. 

It appears that the proportion of increase was about the 
same on local and through passenger earnings (11.2 on local 
and 11.9 on through), on through freight the increase was 
19.8 per cent., against 20.8 on local. Not 30 per cent. of 
the passenger earnings are from through travel, but very 
nearly one-half of the freight carnings are from through 
freight, which forms more than two-thirds (67,7 per cent.) 
of the freight traffic (tonnage mileage). 

The average rate on through freight was 1.34 vents, on 
local 2.87 cents per ton per mile. The favorable effect of 
the maintenance of through rates is indicated by the fact 
that while the average through rate was 2.4 per cent. higher, 
the average local rate was 2 per cent. lower than in the pre 
ceding year. The average expense per train mile, which 
had fallen gradually from $1.04, in 1876 to 84!, cents in 
1879, rose suddenly in 1880 to 90.2 cents. In the different 
items of expense per train mile there appears, in) compari- 
son with the previous year, an increase of 9 per cent, in re- 
repairs of road-bed, 10 per cent. in repairs of 
rails, of 25 percent. in repairs of locomotives, of ‘21 
per cent. in repairs of passenger cars, of 65 per cent. 
pairs of freight cars, and of 14 per cent. in fuel, while 


Massachusetts roads. 


gross 


in wages there was a decrease of 4 per cent., and 
of 35 per cent. in repairs of bridges. Repairs 
include renewals, and some of the figures, especially 


those for freight cars, indicate that they include some 
renewals properly chargeable to the expenses of other years. 
The total expenses p2r train mile vary from 77/4 cents, on 
the Eastern Railroad, to #1.13, on the Connecticut River 
road. 

About one-half of the main lines of the roads reporting are 
laid with steel rails, and a greater length (284 miles) was 
laid in 1879-1880 than in any previous year. An increase 
of 8 per cent. in the stock of locomotives, of 4 per cent. in 
that of passenger cars, and of 12.7 per cent. in that of 
freight cars was made during the year, the latter greater 
than has been made in any two years previous; yet 
‘‘vreatly inadequate to the demands of business,” the 
report says. 


The Pennsylvania Railroad New Passenger Loco- 
motive. 





This locomotive, which was referred to in the Railroad 
Gazette of last week, has just been completed at Altoona, and 
many readers will be interested ‘in its dimensions, as it is 
the most recent and one of the largest passenger locomotives 
built in this country. 5 

It is of the usual American type, with four driving-wheels 
The former are 6 ft. 6 in., and 
the truck wheels 33 in. in diameter. The total wheel-base 
is 19 ft. 5 ia, that of the driving-wheels 7ft. 9 in., 
and of the truck 6 ft. 6 in. The cylinders are 
18 in. in diameterby 24-ir. stroke, steam ports 16% x 11¢ 
in., and exhaust ports 314 iu. wide. The maximum travel 
of valve is 54¢ in. 

The boiler shell is 50 in. outside diameter on smallest ring, 
with 201 1%-in. tubes 10 ft. 118 in. long. The fire-box is 
placed on top of the frames and the springs and equalizing 
levers are hung below the main driving-boxes. The fire-box 
can thus be made the full width between the tires, only 
enough space being left between it and them for clearance, 
The grate is 10 ft. long by 41% in. wide. The height of fire 
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box is 46 in. from bottom of mud-ring to under side 


of crown-sheet, As the fire-box is intended to burn 
anthracite coal, it has a water grate. The crown- 
sheet is braced or supported with crown-bars 


and sling-stays. Over the crown-sheet is a wagon-tup 
Zin. high. The height of centre of boiler is 7 ft. 544 in. 
from top of track. The plates inthe shell of the boiler are 
4‘ in. thick, excepting the outside crown-sheet, which is 4. 
The whole boiler is made of steel, excepting the tubes, 
rivets and braces, The chimney is 18 in, in diameter and 
15 ft. high from topof track. The heating surface in tire- 
box 18 125 square feet, in the tubes 1,080, the total being 
1,205 square feet. The cross-heads have double instead of 
the usual quadruple guide-bars. One of these is placed 
above and the other below each cross-head. The bars are 
4', in. wide. The engine is worked with a steam reversing 
gear, having two cylinders 6 in. in diameter’ by 
1146 in. stroke, One of these is a steam cylinder 
and the other is filled with oil to hold the valve- 
gear in any position. The operation of this re 
versing apparatus could not be described so as to be 
understood without adrawing. The boiler is fed with two 
No. 8 Sellers injectors and has no pumps. The dome is 
covered with a wrought-iron casing without any moldings, 
after the style of Europeau locomotives. The driving-boxes 
are made of wrought iron, The driving axles are 8 in. in 
diameter, and the journals are 1014 in. long. The coupling 
rods are fluted and have solid ends with composition metal 
bushings pressed into them. The holes which receive these 
bushings are bored out, and are then slotted, as they would 


be to receive a key. The bushings are cast in 
an iron mold of exactly the right size, 
which is also slotted for a_ key. A projection 


corresponding to a key is thus east on the bushing and fits in 
the keyway inthe rod, the former being pressed into the 
hole in the rod after its bearing for the crank-pin is bored 
out. The ingredients of the composition are 16 parts by 
weight of block tin, | of copper and 2 of antimony. The 
crank-pin journals for the coupling-rods are 314x314 in., and 
the main journals are 4° in. in diameter by 31/3 in. long. 
The engine has Westinghouse driving-wheel brakes. The 
driving-wheel centres are made of cast iron with steel tires, 
but a set of wrought-iron wheels with steel tires made by 
Krupp have been imported. ‘The total weight of the loco- 
motive in working order is 92,700 Ibs., of which 65,300 is on 
the driving-wheels. 

If this engine works satisfactorily it is intended to build 
half-a-dozen more of them at once, They are intended for 
service between Philadelphia and New © ork 


The Wabash Report. 


The Wabash, St. Louis & Pacitic Kailway Company, an 
abstract of whose annual report we publish elsewhere, 
at the c.ose of 1880 had 2,479 miles of railroad in -the 
states oi Olio, Indiana, [linois, Missours and lowa. Since 
the orgin.zation of the company in November, 187%, it has 
purchased or leased seven different railroads, whose aggre 
gate len, Gras 921 miles, These lines were in operation only 
part cf tL. SJ, and moreover a large and important part of 
the ron cwued in 1879 was worked but a very small part of 
that yeor, :o that comparisons of earnings, expenses, traftic, 
etc., in tie two years have very little value. And the com- 
pany’s system is still quite incomplete. A short section re- 
mains to be built to complete its line between Chicago 
and Council Bluffs, and another to give it an 
eastern terminus at Detroit in addition to its old one at 
Yoledo. Its Chicago line was of very little use last year, 
and several of the leased lines were not secured until near 
its close. Thus the report for last year does not give an 
adequate idea of the working of the system as it now exists. 
It was (and remains) an unfinished system, whose full 
effectiveness remains to be tested. 

The earnings of the road in 1880 were at the rate of $7,993 
gross and just $3,000 net per mile of the roads in operation 
at the beginning of the year, excluding the 921 miles added 
after November, 1879, which, of course. earned something, 
though probably but a small part of the whole. The capital 
account is pretty large—about 42,000,000 of stock 
and %45,000,000 of bonds for 1,640 miles of road 
owned, or at the rate of $53,000 per mile of road, on 
which considerable expenditures are necessary to pre- 
pare it for the economical conduct of the existing traffic 
—such as sidings, second track, terminal facilities, etc., 
and large additions to its equipment. Many of the cars now 
on the road are not owned by it, but are provided by a car 
trust, to be paid for in quarterly installments, and mean- 
while interest on their cost has to be paid. But the road is, 
or soon will be, in position to command an immenee traffic. 
It covers a large part of the great corn and hog grow- 
ing country of the West, and the northern part of the 
winter wheat country—perhaps the most productive dis- 
trict of the United States; and reaches an unusual number 
of the great Western markets, and can carry produce either 
to St. Louis, Chicago, Toledo or Detroit, which is 
a great advantage. Its traffic in 1880 (with «a much 
larger mileage, however), was 21.7 per cent. greater in pas- 
sengers and nearly 40 per cent. greater in freight than in 
1879, and there was an increase of no less than 66 per cent. 
in freight earnings, helped by the increase from 0.724 
cent to 0.862 cent (18 per cent.) in the average rate per ton 
per mile. The latter, however, remains lower than on any 
other Western road, so far as we know, and as low as the 
average rate on the trunk lines last year, which, considering 
that a very large part of its lines is west of the Mississippi, 





is quite remarkable. 


Record of New Railroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows ; 

Texas Trunk,—The first track is laid from Dallas, Tex., 
east by south to the East Fork of Trinity, 15 miles, 

Tewas & Pacific.—Extended from Abilene, 'Tex., west to 
Sweetwater, 30 miles. The Transcontinental Division is 
extended from Pilot Point, Tex., south by west to Denton, 
6 miles, 

Richmond & Allegheny.—-Extended fiom New Canton, 
Va., west to Scottsville, 14 miles. 

This isa total cf 74 miles of new railroad, making 501 
miles reported thus far this year, against 758 miles at the 
corresponding time in 1880, and 241 miles in 1879), 


Tue Nowrnenn Pacivic RAILROAD, it was announced 
about a week ago, bad come under the control of the Oregon 
Railway & Navigation Company, or of the chief stockholders 
of that company, of which Mr, Heary Villard is President 
and Mr. Horace White Treasurer, The Oregon Company 
has recently become known as a strong corporation with 
profitable steamboat lines, commanding all the traffic of the 
Columbia River above the Willamette by the ownership of 
short railroads around the two unnavigable rapids, and en 

gaged in constructing a system of short railroads in Eastern 
Washington and Oregon above the head of navigation, in a 
country where there has been of late years a great develop- 
ment of wheat growing and a rapid growth of popula- 


tion, and also in building a main line outlet to this 
system (to take the place of the river steam- 
boats that ply above the Dalles) down the Columbia, 
which, it wax understood, would be used by the 


Northern Pacific as its Portland outlet. With this agreed 
upon, there seemed to be little room for interference with 
each other except possibly in the occupation of the wheat 
growing country south of the Pend d’Oreille Division of the 
Northern Pacific, in which the Navigation Company is build 
ing its lines. This division of the Northern Pacific extends 
northeastward from the forks of the Columbia (which is 
about 10 miles north of the Navigation Company's road) ; 
and in order to utilize it fairly it will need to have sundry 
branches built to the east through the wheat country. 
Should it make any of these in a southeasterly direction, it 
would cross the field which the Navigation Company hax 
begun to occupy: while there is danger, should the North 
ern Pacide give all its attention for two or three 
years to completing its main — line, that the 
Navigation Company will extend its lines so far north as to 
narrowly limit the field from which the Northern VPacitic 
| can draw local trattic in almost the only part of the country 
on its line west of the mountains where there is likely to be 
much agriculture for a long time. That this is a very real 
danger may be seen by the course things have taken on this 
side of the continent in the Ked Kiver Valley and adjacent 
parts of Minnesota and Dakota. ‘The Northern Pacific tirst 
made this wheat-producing valley accessible, but only a 
small part of it, which it crossed at right angles. But giv 
ing all its energy to the extension of its main line, it did 
nothing to occupy the valley on either side of its line 
The result bas been that another company bas occupied it 
very thoroughly by building roads parallel with the river 
on both sides of it, so that the Northern Pacific can com- 
mand the traffic of only a small section of it; and in the 
country further west it is threatened with lines up the 
valleys from the south that would leave it few opportunities 
tosecure feeders. This it is, probably, that has induced it 
to undertake the construction of several branch lines in 
Dakota the coming season. 

But admitting the desirability of a union of the Oregon 
Company and the Northern Pacific, probably most people 
would have thought it more natural that the Northern 
Pacitic should buy up the Navigation Company than that 
the Navigation Company should buy up the Nortberu 
Pacific. The latter’s stock is *100,00),000 ; the former's 
less than #13,000,000. But of the $49,000,000 of North- 
ern Pacific common stock, only $31,000,000 were issued. 
Thus anything more than $41,000,000 of Northern Pa 
cific stock would contr.l the company. But when the 
price of Northern Pacific common rose to 50—probably on 
account of the purchases for the Villard syndicate—the 
persons who owned the right to the unissued shares de- 
manded thet they should be issued, and it is now announced 
they have been issued. The owners of these unissued 
shares were, we believe, chiefly the original promoters 
of the company and their assignees, the common stock 
of the present company having been issued for the stock of 
the original company. How this new issue affects the Vil- 
lard syndicate seems not to be known, but if its ‘ control” 
was based on the ownership of $41,000,000 of the stock, 
evidently it has $9,000,000 more to buy before it can be 
sure of it. It does not appear that there is any positive 
hostility between the present management and the Villard 
syndicate. The latter wanted the road and set about get- 
ting it by paying for it ; and it is not necessary to suppose 
that the new issue of shares was made to prevent the 
change in controi; the desire to yet $50 a share for them 
was an all-sufficient motive. These shares participate in 
the profits only after 8 per cent. has been paid on the $51,- 
000,000 of preferred shares, and most of the road, and the 
costliest part of it, remains to be built. 


THE ILLINOIS CENTRAL RAILROAD bas from the beginning 
been a peculiar American corporation. It was the first of 
the land-grant roads, and the stockholders at the beginning 
were almost entirely English, we believe. Recognizing the 
fact that an [llinois railroad could not be managed. intelli- 
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gently from London, these stockholders had the wit to see 
that they would be toan unusual degree dependent upon 
their American officers, and that it behooved them, conse- 
quently, to select their agent or agents with great care and 
then give them vast discretion, enabling them to act without 
consulting the London proprietors. Quite early in the 
history of the enterprise they solved their problem sub- 
stantially by making Mr. Wm. H. Osborn their agent 
with full powers. For many years, we believe, he has 
voted for nearly all the stock represented at the annual 
meetings, and has done so without instructions, 
thus dictating the policy of the road, selecting the President 
and substantially controlling the appointment of officers and 
the negotiations for leases, extensions, etc. That is, to the 
officers and directors, he appeared as the body of stock- 
holders, witb the advantage that he could always be con- 
sulted. The confidence in Mr. Osborn’s integrity and sagacity 
that tiis action of the stockholders implies is evident. After 
27 years of service, Mr. Osborn has at last determined to re- 
tire from this most responsible and honorable position, 
which he has held throughout times of disaster as well as 
times of prosperity. After the first struggles of the road it 
entered upon a career which seemed to promis3 end- 
less good fortune. The war, which for a long time 
was disastrous to many roads, was of the greatest ad- 
vantage to it; its lands sold rapidly, and at 
good prices; after the war, though its traffic fell off for a 
time, it still had a large profit, and made large dividends, 
the country on its line growing very rapidly, and for some 
time depending almost entirely upon it for transportation. 
Then came the epidemic of railroad construction, which in a 
few years covered the Illinois Central’s territory with a net- 
work of roads, many of which afforded shorter routes to 
market. Then for a long series of years the growth of 
traffic on the [Illinois Central was entirely arrested, and 
almost alone among Western roads it had a smaller traffic, 
both in passenger and freight, in 1877 than in 1870 or any 
subsequent year; while, as on other roads, the average freight 
rates had fallen off greatly. But for exceptionally cautious 
financiering in earlier years, the company would have been 
in great danger; but fortunately in days of prosperity the 
management had cleared away all but a very small part of 
the mortgage debts, and the property was represented almost 
entirely by the stock, which suffered by a reduction of divi- 
dends. These had been 10 per cent. for many years, but in 
1877 they had to be reduced to 4 per cent. There is nothing 
like this to test the confidence of stockholders; but this test 
they endured and kept Mr. Osborn in power. It was not 
difficult to show that the management could no more have 
prevented the stagnation of its traffic and the reduction of 
its rates than it could have prevented the Russo-Turkish 
war, but disappointed stockholders are not always amenable 
to reason. Mr. Osborn, we believe, was most criticised by 
them for the operation by which the L[linois Central 
obtained control of the line from Cairo to New Orleans. 
This was unremunerative until recently, and resulted in a 
yearly expense to the Illinois Central. But it was substan- 
tially the purchase of a great undeveloped property ata 
time when it was unproductive and very cheap. The yearly 
expense thereafter was the cost of making it productive, 
and now it is recognized as a very valuable asset, which has 
had much to do with bringing up the market price of Llin- 
ois Central stock from about 41 in April, 1877, to 137 at 
this time. His policy in this matter having thus been vin- 
dicated, Mr. Osborn doubtless feels that he can retire with 
satisfaction to himself, those who most questioned his policy 
being at last convinced that it has been of great advantage 
to the company. 


A New Line FROM NEW YorRK TO NEw HAVEN is pro- 
posed, as often before, but this time under circumstances 
which make it probable that it will be built. Itseems strange 
that in spite of the great number of railroads east of New 
York city, several of which depend largely on a connection 
with it, substantially there has been but one railroad by 
which one can leave New York for New England. This, like 
so many other of the railroad arrangements of New York, has 
has doubtless been due to the difficulty and vast expense of 
getting into the city. A railroad all the way from New York 
city limits to Boston could be built fur less than what it would 
cost to secure an entrance into the city as favorable as that 
which the New York, New Haven & Hartford uses. In this 
case, however, the New Haven Company does not own the 
entrance, but leases it from the New York Central. None 
of the numerous projects for a new road from 
New York to New Haven, however, seem to have been 
able to get similar privileges for their line. Now it is said 
that the New York Central and the Boston & Albany will 
join in carrying out the new scheme, which consists in ex- 
tending the New Haven & Northampton road from New 
Haven westward to some point on the Harlem road, proba- 
bly by a route some miles further inland than that of the 
New York & New Haven road. The new road would be 
very like tbe New York, New Haven & Hartford. The New 
Haven & Northampton extends nearly due north from New 
Haven, a few miles west of the line of the New York, New 
Haven & Hartford, crossing the Boston & Albany at West- 
field, ten miles west of Springfield and 61 miles from New 
Haven, while from New Haven to Springfield by the 
other road is 62 miles. Thus, from Boston to New 
Haven the distance is nine miles greater by the new 
route, and the line from New Haven to New York 
will also probably be somewhat longer than by the 
present road. The Boston & Albany will doubtless be able 
to control a very large share of the through travel between 
New York and Boston, but the New Yerk & New Haven 
will not by any means be left without favorable connections. 








Trains are already run by several other routes, most of 
which are shorter than that by way of Springfield; but an 
independent line into New York will permit competition to 
an extent impossible heretofore, and will certainly result in 
the diversion of a considerable amount of travel. The New 
York, New Haven & Hartford has been one of the principal 
passenger lines in this country, and is one of the few Ameri- 
can roads whose passenger earnings exceed its freight earn- 
ings. It will, in any event, remain an important and doubt- 
less profitable railroad. 





Sr. Louis GRAIN SHIPMENTS by the Mississippi are re- 
ported to have been 634,831 bushels last week, and 2,112,- 
907 bushels during the four weeks then ended, the wholefour 
weeks’ shipments being taken in twelve tows. Last year 
the average weekly grain shipments from St. Louis by all 
routes were something less than a million of bushels, and the 
average weekly shipmentsty river something less than 
400,000 bushels, against 528,000 for the last four weeks. 
The Mississippi shipments, however, are usually heavier 
in winter than in summer ; last year they were heavy in 
January, March and April, and comparatively light in Feb- 
ruary. Thus the average weekly New Orleans receipts 
(which in the long run nearly correspond with the St. Louis 
river shipments) were as follows in 1880 : 





Month. Bushels. | Month. Bushels. 
January ... 466,000 | _ See so cece SOOOO 
February. ~~ .- ere 280,000 
March...... -... 440,000 | September.............. 445,000 
April.... ... 580,000 | October............ . .. 323,000 
May..... . 264,000 | Nove-nber.............. 342,000 
So oon 320,000 | December............... 151,000 


Thus the St. Louis river shipments of the last four weeks 
(528,00 bushels per week) were larger than the New Or- 
leaus receipts in any month of last year except April, but 
considerably less than these. The shipments will be re- 
ceived in New Orleans two or three weeks after they leave 
St. Louis, Last year the rail rates were one-seventh higher 
than this until March, and afterward the same, and the 
higher the rail rates the more the advantage of shipping by 
other routes; but this year the interruption of the northern 
rail routes has been favorable to shipments southward; and 
for some weeks Chicago and Milwaukee receipts have been 
exceptionally small and St. Louis receipts exceptionally 
large. Still, as we have recently shown, receipts at New 
Orleans have been, since December, much less this year than 
last. Our latest reports come down to March 12, up to 
which time its receipts of grain of all kinds had been 
3,030,747 busheis this year, against 4,520,921 last year, a 
decrease of one-third. But of the heavy St. Louis shipments 
of the past four weeks, probably only one week’s had reached 
New Orleans by March 12, and they will be felt there chiefly 
in the following four weeks. The decrease at New Orleans 
was chiefly in the month of January, in the last week of 
which in 1880 it had the largest receipts it has ever had, 
which were even greater than the whole month’s receipts 
last year, Since January its receipts have been a little 
larger this year. 


THE SENATE COMMITTEE ON RAILROADS, under the new 
organization completed last week, has two members familiar 
by long experience with the subject matter of their commit- 
tee. One of these is Gen. Wm. J. Sewell, Vice-President of 
the West Jersey Railroad Company, and connected with the 
New Jersey roads for many. years; and the other is Hon. 
Joseph E, Brown, President of the company that works the 
Western & Atlantic Railroad of Georgia, and also President 
of the Southern Railway and Steamship Asscciation, and 
recognized by all who have dealt with him as a man of ex- 
ceptional ability, who has a firm grasp of the principles that 
govern railroad business. But, more than this, Governor 
Brown was a man engaged in public affairs long before he 
was a railroad officer, and is qualified to recognize and give 
full weight to the demands of the public, reasonable or un- 
reasonable. A man engaged all his life in one special business 
unless of exceptionally broad mind and sympathies, is likely 
to see clearly only one side of questions rfelating to that 
business ; but to have effect on the public, it is necessary to 
see both sides of railroad questions. The other members of 
the new Senate committee are Senator Kellogg (Chairman), 
of Louisiana, Teller, of Colorado, Saunders. of Nebraska, 
Hawley, of Connecticut, Sawver, of Wisconsin, Lamar, of 
Mississippi, Grover, of Oregon, Williams, of Kentucky, and 
Jonas, of Louisiana. 





THE BALTIMORE & OuI0 has this week made an arrange- 
ment with the Pennsylvania by which it will hereafter send 
all its passenger as well as freight traffic all the way be- 
tween Baltimore and New York by way of the Pennsylvania 
Railroad, giving up its connection by the Bound Brook line, 
which has had its traffic for afew months past. It was 
hardly possible to do otherwise after the Pennsylvania had 
acquired the only road between Baltimore and Philadelphia, 
and it is not probable that especially hard terms were made 
for it. It is sufficient for the Pennsylvania to secure the 
whole through traffic over its road at the ordinary rates. It 
will not do to conclude, however, that the arrangement made 
is a perpetual one. The Baltimore & Ohio does not like to 
depend upon its rival for its connection with the two chief 
cities of the country, and it will probably not be averse to 
getting another one less interested in the Western traffic, 
should a favorable opportunity offer. As it is, all the traffic 
for New York which the Baltimore & Ohio secures at 
Chicago, St. Louis, Cincinnati, etc., and all its traffic from 
New York to those places, it has to send for 188 miles over 
the Pennsylvania Railroad. Just as we go to press news 
comes that the Baltimore & Ohio has already bought the 
Delaware Western, and will soon build a new line to ;Phila- 
delphia. 
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THE SHIPMENTS FROM THE WEST OVER THE TRUNK LINES 
are given for 1880in Mr. Fink’s letter to Judge Black, which 
we publish elsewhere, and are not the least interesting part of 
that interesting letter. Records are kept in Mr. Fink’s of- 
fice showing the total amount of shipments from the West 
to all points east of the western termini of the trunk lines, 
including local points; these shipments, including live stock 
as well as all other freight, amounted in 1880 to 11,500,000 
tons, figures which it will be worth while toremember. Mr. 
Fink quotes them in order to show that an advance of 5 cents 
per 100 Ibs. ($1 per ton) for four or five months of the year 
on through freight could not well have resulted in the 
extortion of $225,000,000 of unreasonable profits, and un- 
Jess elementary arithmetic isa delusion and a snare Mr. 
Fink must be right. 


THE BILL FoR A NEw YorRK RAILROAD COMMISSION is 
now before the Assembly at Albany, with fair chances of 
passing, it would appear, if we may judge by the vote (81 to 
25) by which it was taken from the Committee on Railroads 
and given to the Committee of the Whole. The Railroad Com- 
mittee voted by asmall majority to postpone reporting it 
fur one week, and it was charged by the supporters of 
the bill that this was part of a plan to delay consideration 
of the bill until it should be too late to pass it. The bill, we 
belicve, provides for a commission very like that of Massa- 
chusetts, with power to investigate, report, and make recom- 
mendations. If such a commission could be kept out of ‘ poli- 
tics,” and composed of independent and able men, we have 
no doubt that it would be useful; but those who are familiar 
with the workings of the state’s government seem to have 
very little expectation that the seats in the commission 
would be given for any other reason than partisan services, 
in which case it would be likely to be useless and perhaps 
dangerous. At least some of the railroad companies (per- 
haps over timid) are opposing the bill. 





NAVIGATION ON THE HupDsON is open throughout its length, 
and the large passenger boats of the People’s Line began 
their regular trips last Monday (the 21st). Until the canal 
opens this will have little effect on freight, except the 
inconsiderable local shipments, chiefly lumber, lime and 
brick ; but there were left at Albany when the river closed 
last fall 66 canal boats bound for New York, 51 of them 
loaded with grain, which will probably come down this 
week. 


General QMailroad Mews. 


MEETINGS AND ANNOUNCEMENTS. 





Meetings. 

Meetings will be held as follows: 

Cincinnati, Sandusky & Cleveland, special meeting, in 
Sandusky, O., April 6, to vote on the proposed lease to the 
Indiana, Bloomington & Western. 

Atchison, Topeka & Sante Fe, annual meeting, in Topeka, 
Kan., April 21. 

Dividends. 

Dividends have been declared as follows : 

Denver & Rio Grande, 114 per cent., payable April 11. 
This is the first dividend. 

Chicago, Rock Island & Pacific, 134 per_cent., quarterly, 
payable May 2. Transfer books will close March 30. 

Foreclosure Sale. 

The Levis & Kennebec road was sold at sheriff’s sale 
at Pt. Levis, P. Q., March 22. It was bought for $192,000 
for account of the Quebec Central company. The road ex- 
tends from Pt. Levis, on the St. Lawrence, opposite Que- 
bec, to St. Joseph Beauce; it has been in litigation for years. 
Its purchase will give the Quebec Central a line of its own 
to Quebec. 


ELECTIONS AND APPOINTMENTS. 





Bangor & Piscataquis.—At the annual meeting in Ban- 
gor, March 16, the old board was re-elected, as follows: A. 
M. Robinson, Dover, Me.; Newall Blake, M. S. Drummond, 
Moses Giddings, P. S. Moore, John S. Ricker, Arad Thomp- 
son, A. G. Wakefield, J.S. Wheelwright, F. A. Wilson, 
Bangor, Me. The board re-elected Moses Giddings Presi- 
dent; H. W. Blood, Treasurer. 


Beliefonte & Snow Shoe.—The old officers having resigned, 
the following have been chosen: President, J. N. DuBarry; 
directors, John P. Green, Strickland Kneass, George B. 
Roberts, Edmund Smith. 


Bethlehem & Belvidere.—The officers of this new company . 
are; President, Charles Brodhead, Bethlehem, Pa.; direc- 
tors, C. F. Howell, Bethlehem, Pa.; E. W. Clark, E. W. 
Clark, Jr., Charles Gibbons, Jr., 8. Shepherd, Fisher C. 
Yarnall, Philadelphia. 


Boston Society of Civil Engineers.—At the annual meet- 
ing of this society in Boston, March 16, the following offi- 
cers were chosen for the ensuing year: President, Thomas 
Doane; Vice-President, Edward 8. Philbrick; Secretary, 8. 
Everett Tinkham; Treasurer, Henry Manly; Librarian, 
Fred. Brooks; Auditor, William H. Bradley. 


Chicago, Burlington & Quincy.—Mr. 8. F. Crance has 
been appointed Train-Master of the Chicago Division, in 
place of S. D. Reeve, resigned. He has been a conductor 
on the road over 20 years. 


Cleveland, Columbus, Cincinnati d& Indianapolis.—The 
board has elected J. H. Devereux, President: S. Burke, 
Vice-President; George H. Russell, Secretary and Treasurer ; 
E. B. Thomas, General Manager. The only change from 
last year is the choice of Mr. Burke as Vice-President in 
place of Mr. H. B. Hurlbut, who is now abroad. 


Fall River, Warren & Providence.—At the annual meet- 
ing last week the following directors were chosen: F. L. 
Ames, Thomas J. Borden, John 8. Brayton, Charles F. 
Choate, Royal Turner, Elisha W. Willard. The road is 
owned by the Old Colony. 


Lehigh & Hudson River.—Mr. Charles Caldwell, of New: 





burg, N. Y., has been appointed Chief Engineer. 
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Missouri Pacific.—Mr. J. T. Birch has been chosen Treas- 
urer, in place of Mr. O. L. Garrison. 

Mr. E. L. Wertz has been appointed Resident Engineer, 
with headquarters in St. Louis, and will have general super- 
vision of all construction. Mr. Wertz was formerly Chief 
Engineer of the Atlantic & Pacific, and for some time past 
ay had charge of the Missouri, Kansas & Texas extensions 
In Lexas. 


Nantasket Beach.—The following directors have been 
chosen ; John L. Curtis, George R. Eager, W. L. Hill, F. A. 
Hobart, H. T. Litchfield, J. B. Moors, R. M. Pulsifer. Office 
in Boston. 


New York, Lake Erie & Western.—Mr. E. Canfield has been 
appointed Road-Master of the Buffalo and Rochester 
divisions. He bas been for some time Resident Assistant 
Engineer at Buffalo. 


Northern Pacific.—Mr. C. T. Hobart has been appointed 
Superintendent of the Dakota Division, with office in Fargo, 
Dak. Mr. Hobart has been on the road for some time, and 
has lately had charge of improvements in St. Paul. He was 
formerly on the Vermont Central road, and fora time on 
the Central Pacific. 


Ogdensbuig & Lake Champlain.—It is understood that 
the presidency of this company has been offered to Mr. 
Emmons Raymond, of Boston, President of the Connecticut 
& Passumpsic Rivers Company, and that he-will probably 
accept the office. 


Pennsylvania.—At the annual! election in Philadelphia, 
March 22, the following directors were chosen: George B. 
Roberts, Wistar Morris, Alexander M. Fox, Samuel M. Fel- 


ton, Alexander Biddle, Henry M. Phillips, N. Parker Short-. 


ridge, D. B. Cummins, Henry D. Welsh, John Prince 
Wetherill, William L. Elkins, William Thuw, H. H. Hous- 
ton. The only change is the substitution of Mr. Houston for 
Mr. James McManes, who declined a re-election. 

The new board has elected George B. Roberts President: 
A. J. Cassatt, Edmund Smith, Vice-Presidents; John C. 
Sims, Jr., Secretary; John D, Taylor, Treasurer. The only 
change is the election of Mr. Sims in place of Joseph Les- 
ley, who retires on account of ill health. 

Mr. J. H. Bowden, of Wilkesbarre, Pa., has been ap- 
pointed Chief Engineer of all this company’s controlled an- 
thracite companies—the Susquehanna Coal, the Summit 
Branch, the Lykens Valley and the Mineral Railroad & 
Mining companies. 


Pennsylvania Company.—The following circular an- 
——- change heretofore noted. It is dated Pittsburgh, 
March 17: 

* Mr. F. R. Myers, having resigned his position as General 
Passenger aud Ticket Agent of this company, Mr. E. 
Ford has been appointed to fill the vacancy: said appoint- 
ment to take effect April 1, proximo. 

‘** The office of the General Passenger and Ticket Agent 
will be at Pittsburgh, Pa.” 

Mr. Ford will have charge of the passenger business of all 
the Pennsylvania lines west of Pittsburgh. He was for- 
merly on the Missouri Pacific, and for some time past has 
been on the Vandalia Line. 


Philadelphia & Atlantic City.—Mr. George Litzenberg 
has been appointed Master of Transportation, in place of A. 
C. Richards, resigned. He has been a conductor on the road 
since it was opened. 


Philude'phia, Marlton d Medford.—At the annual meet- 
ing recently the following directors were chosen: Benjamin 
Cooper, Samuel C. Cooper, George T. Da Costa, Elwood 
Evans, Joseph Evans, Charles D. Freeman, Enoch A. 
Doughty, Joseph C. Hinchman, Wm. C. Houston, John 
Lucas, Edmund E. Read, Henry W. Wills, Elijah B. Wools- 
ton. The board elected Charles D. Freeman; President: D. 
M. Zimmerman, Seeretary and Treasurer, The company is 
controllsd by the Camden & Atiantic. 


Pittsburgh, Cincinnati & St. Lovis.—The following circu- 
lar is dated Pittsburgh, March 17: 

“Mr. W. L. O’Brien, having resigned his position as Gen- 
eral Passenger and Ticket Agent of this company, Mr. E. A. 
Ford has been appointed to fill the vacancy; said appoint- 
ment to take effect April 1, proximo. 

“The office of the General Passenger and Ticket Agent 
will be at Pittsburgh, Pa.” 


Pittsburgh, Youngstown d& Chicago.—This company has 
been organized by the election of the following directors : 
C. H. Andrews, L. D. Cochran, H. M. Garlick, George J. 
Margerum, T. W. Sanderson. The board elected C. H. An- 
drews President; H. M. Garlick, Secretary. Office in 
Youngstown, Ohio. 


Portland & Rochester.—The new company organized by 
the bondholders bas elected George P. Wescott President; 
Wm. H. Conant, Treasurer. 


St. Paul, Minneapolis &} Manitoba.—The position of As- 
sistant General Manager has been offered to Mr. A. Manvel, 
now Assistant General Superintendent of the Chicago, Rock 
Island & Pacific. He has not yet accepted. 


Sandy River.—At the annual meeting, March 17, the fol- 
lowing directors were chosen: Daniel Dennison, Philips, 
Me.; P. H. Stubbs, Strong, Me.; Daniel M. Bonney, Farm- 
ington, Me. The board elected Daniel Dennison President ; 
P. H. Stubbs, Clerk and Treasurer. 


Senate Committees.—The following are the Senate Com- 
mittees on subjects connected with transportation : 

Post Offices and Post Roads.—Ferry, of Michigan ; Hill, 
of Colorado ; Platt, of New York ; Sawyer, of Wisconsin ; 
Mahone, of Virginia ; Maxey, of Texas; Saulsbury, of Del- 
aware ; Farley, of California ; Groome, of Maryland. 

Railroads. —Kellogg, of Louisiana ; Saunders, of Nebraska; 
Hawley, of Connecticut; Sawyer, of Wisconsin; Sewell, of 
New Jersey: Lamar, of Mississippi; Grover, of Oregon: 
Williams, of Kentucky; Jones, of Louisiana; Bruwn, of 
Georgia. This committee, has two railroad men on it, Sen- 
ator Brown, President of the Western & Atlantic, and Sew- 
ell, Vice-President of the West Jersey. 

Improvement of the Mississippi.—Mitcheil, of Pennsyl- 
vania ; Kellogg, of Louisiana ; Van Wyck, of Nebraska ; 
Frye, of Maine ; Jones, of Florida ; Cockrell, of Missouri ; 
Jackson, of Tennessee. 

Transportation Routes to the Seaboard.—Harrison, of In- 
diana; Cameron, of Pennsylvania; Blair, of New Hampshire: 
Platt, of New York; Beck, of Kentucky; Voorhees, of In- 
diana; Camden, of West Virginia. 


Toronto, Grey & Bruce.—Mr. W. H. Beatty bas been 
chosen President, in place of John Gordon, resigned. Mr. 
Beatty has veen Solicitor of the road for some years. 


Woodruff Sleeping & Parlor Coach Co.—At the annual 
meeting in Pittsburgh, March 15, the following directors 
were chosen: Frank Rahm, James Irwin, Alexander 
Reynolds, E. Poulson, J. M. McClintock, E. J. Unger, Wm. 
G. Johnston. The board elected Frank Rahm President; 
James Irwin, Vice-President; Augustus Trump, Secretary 
and Treasurer. 





PERSONAL. 


—It is reported that Gen. T. L. Rosser, late Chief Engineer 
of the Northern Pacific, has been offered the position of 
Chief Engineer of the Canadian Pacific. 


—Mr. M. Bostwick, Road-Master of the Dubuque Division 
of the Chicago, Milwaukee & St. Paul, has resigned, in 
order to accept a position on a Minnesota road. 


—Mr. C. A. Merriam, for some time Division Superin- 
tendent of the Philadelphia, Wilmington & Baltimore, has 
resigned to assist in the location of a road in Texas. 


—Mr. C. A. Moseley, Traveling Freight Agent of the Illi- 
nois Central, died at his home in Bloomington, Ill., March 
12, after a long illness. He had been on the Central over 20 
years. 

—Mr. John G. Turner, formerly Paymaster of the Terre 
Haute & Indianapolis road, died uf heart disease March 21, 
- his farm near Carthage, Mo. He will be buried in Terre 

aute. 


—As heretofore noted, Mr. L. P. Farmer has resigned bis 
position as General Passenger Agent of the Pennsylvania 
Railroad. His resignation has been accepted, to take effect 
April 1 next. 

—Mr. O. L. Garrison, for some time past Treasurer of the 
Missouri Pacific Company, has resigned that office and ac- 
cepted the position of Secretary of the Vulcan Steel Com- 
pany, of St. Louis. 

—It is reported that Mr. T. F. Oakes, formerly of the Kan- 
sas Pacific and now of the Oregon Railway & Navigation 
Company, has been offered the position of General Manager 
of the Northern Pacific. . 

—Dr. Charles Osgood died in Norwich, Conn., March 18. 
He was a prominent and wealthy citizen, had been Mayor of 
the city, and for a number of years President of the New 
London Northern Company. 


—Mr. W. O. Webber, for some time past in charge of the 
Chicago, Burlington & Quincy laboratory in Aurora, IIL, 
has resigned. and will be made Superintendent of the Allen 
paper car-wheel works in Chicago. 

—Mr. Joseph Ashmead Clay, a prominent lawyer of Phil- 
adelphia, died in that city last week, aged 76 years. He was 
one of the Masters in the Philadelphia & Reading suits, and 
was a'so Master in the Lehigh & Wilkesbarre Coal Com- 
pany case. 

—Mr. A. B. Stone, the well-known iron manufacturer, has 
purchased for $20,000 and presented to the New York Chil- 
dren’s Aid Society a beautiful place kngwn as Bath Park, on 
Long Island, fronting south on New York Bay. as a summer 
home for poor children. 

—Capt. J. G. Walker, Secretary of the Chicago, Burling- 
ton & Quincy Company, has resigned. He has been in the 
United States navy 29 years and had received two years’ 
leave of absence which he devoted to raiiroad service. He 
accepts the command of the United States steamer Pow- 
hatan, which will take a cruise to the Isthmus of Panama. 

—-Mr. F. O. Wyatt, for some years Manager of the ‘River 
Road” —the Chicago, Clinton, Dubuque & Minnesota, now 
part of the Chicago, Milwaukee & St. Paul—has resigned 
his position, and will take charge of the extension of the 
Missouri, Iowa & Nebraska from Humeston westward, 
which is to be built joiatly by the Chicago, Burlington & 
Quincy, and the Wabash, St. Louis & Pacific companies. 

—Col. Thomas A. Scott has announced his intention of 
giving a large amount of money for educational and benevo- 
lent purposes. The gifts already made are to Philadelphia 
institutions, and are as follows: University of Pennsylvania, 
$50,000; Jefferson Medical College, 350,000; Orthcpoedic 
Hospital, $30,000; Episcopal Hospital, for children’s ward, 
$20,000. The gift to the University has been applied by the 
trustees to the endowment of the Chair of Mathematics, now 
filled by Professor Kendall. The donation to the Jefferson 
College will be applied also in the direction of a professor- 
ship endowment. Another sum has been conferred upon an 
institution out of the city, and will te announced at the 
proper time: it will make about $200,000 in all given away 
by Col. Scott. 

—The opening of the Atchison, Topeka & Santa Fe and 
the Southern Pacific as a new route to the Pacific recalls the 
fact that 25 years ago Albion N. Towne, now General Mana- 

er of the Central Pacific, was a freight brakeman on the 

‘hicago, Burlington & Quincy, and Wm. B. Strong, now 
General Manager of the Atchison, Topeka & Santa Fe, was 
beginning to Jearn telegraphing on a branch of the Chicago 
& Northwestern. Mr. Towne’s successive steps until called 
to the Central Pacific were freight brakeman, freight con- 
ductor, passenger conductor, and assistant superintendent, 
all on the Chicago, Burlington & Quincy. Mr. Stroag from 
telegraph operator became station agent. general agent at 
Council Bluffs and Omaha on the Northwestern, division 
superintendent and assistant general superintendent of the 
Chicago, Burlington & Quincy, general superintendent of 
the Michigan Central and then of the Chicago, Burlington & 
Quincy, going thence to the Atchison, Topeka & Santa Fe. 


—Mr.S. T. Fuller has resigned his position as Chief En- 
gineer of the Philadelphia, Wilmington & Baltimore to ac- 
cept a similar one on the Texas & Mexican road. Mr. 
Fuller’s connection with the road dates ba:k for17 years, 
during 18 of which he has filled the position of Caief. Un- 
der his administration large and important improvements 
have been made, such as the Susquehanna Bridge, Darby 
Improvement, laying double track, organizing land 
records, the erection of new depots, etc. is prominence 
in his profession has become well known, and led to bis selec- 
tion as a railway expert by a company of American capital- 
ists, headed by Wharton Barker, to visit Russia last summer 
with a view of inaugurating enterprises in that country. Mr. 
Fuller’s administration of his office has been marked by fidel- 
ity to the commen: and courtesy and promptness toward 
others with whom he has been brought in contact. He is 
accompanied to his new field by several of the members of 
his staff. 


TRAFFIC AND EARNINGS. 


Grain Movement. 

For the week ending March 12 receipts and shipments of 
rain of all kinds at the eight reporting Northwestern mar- 
ets and receipts at the seven Atlantic ports have been, in 

bushels, for the past eight years : 





Northwestern Northwestern Atlantic 
Year. receipts. shipments. receipts. 
Ae . 1,928,342 985,056 1,530,727 
RS Ser 1,881,183 1,118,840 1,618,858 
a aE ienevauh 1,573,053 1,350,157 2,138,646 
tie v>nchnke anediee vie 1,195.04 698,134 1,721,935 
1878.. coscseccempeaetee 2,566,123 3,985,861 





a 936,291 2'007.797 4.006.145 
Ae 778.365 2'593.052 4.994824 
DOM cids.2cackevke sx 2°505,482 1,649,551 3,367,379 


The receipts of the Northwestern markets for the week are 
about one-third less than in the corresponding week of last 
year, and smaller than in the preceding week of this year. 
The shipments of these markets were smaller than in the cor- 





responding week of three previous years, but larger than in 
the previous week of this year, and as large as the average 
for the past eight weeks. The Atlantic receipts, though 
smaller than in the corresponding week for three years pre- 
vious, and a little smaller than in the two weeks of this year 
next preceding, are very much greater than the average of 
this winter’s receipts. 

Of the Northwestern receipts, St. Louis had 30.5 per cent. : 
Chicago, 22.2; Toledo, 18.4; Peoria, 16.8; Detroit, 7.4; 
Cieveland, 3.3, and Milwaukee, 1.4 per cent. The Chicago 
and Milwaukee receipts are the smallest this year, but the 
Toledo receipts, which for three weeks had been interrupted 
greatly, were the largest of the year, and so were the Detroit 
receipts. 

St Louis, for the second time this year, has larger receipts 
than Chicago; but they are much smaller than in the pre- 
vious week. Peoria’s -receipts are the largest for seven 
weeks. It, by the way, in January and February, received 
almost as much grain as St. Louis. The snow had much to 
do with-the distribution of receipts during the week in ques- 
tion. 

Of the Atlantic receipts, New York had 36.9 per cent.. 
Baltimore 27.2, Philadelphia 13.7, Boston 12, New Orleans 
9.5, Montreal 0.5 and Portland 6.2 per ceut. The New York 
receipts are slightly larger than for two weeks previous, and, 
with one exception. are the largest since December; the Bal- 
timore receipts are the largest since November; the New Or 
leans receipts were not half as great as the week before, but 
were a little more than its average weekly receipts since De- 
cember. 

Exports of grain and flour from Atlantic ports for five 
successive weeks have been: 





Week ending-————-——-— -— 
Mar.9. Mar. 2. Feb. 23. Feb. 16 
Flour, bbls. 148,441 113,111 114,946 d 120,93. 
Grain, bush.3,975,208 3,667,058 2,808,277 1,758,010 2,476,801 

Thus the exports continued to increase. 

Railroad Earnings. 
Earnings for various periods are reported as follows: 
Two months ending Feb, 28: 


1881. 1880. Inc. or Dee. P.c 
Ala. Gt. South- 

OO mm $106,628 I. $13,654 12.8 
Ind., Decatur & 

Springfield. ..... 73,881 
Memphis, Pad. & 

_ Sees 36.433 36,093 I 340 0. 
Pad. & E'town... 83.209 63,065 I 20,236 32.1 
Pennsylvania. 6,284,850 6,028 126 1. 256,702 4.3 

Net earnings... 2.364.765 2,598,280 D. 233,015 8.0) 

Month of January: 

At., Miss. & Ohio.. $164,917 $156,870 I $8,047 1 
N. Y.. Penn. & 

rs sin eoia 421,908 412.865 1 P5453 1 
St. Paul & Du- 

CTR. ..00 : 39,915 S819 tL 1,724 fio 

Month of February: 

Ala. Gt. South- E 

ern... erry $65,291 $51.227 1 S1L,064 +7 
Ind., Decatur & 

Springfield 33,602 
Memphis, Pad. & 

cin once S 17,536 771 i 
Pad. & E’town... 40.611 14.825 A760 
Pennsylvania..... 2,689,077 151,038 v 





Net earnings.... 1,098,908 
Third week in February: 

Minn. & St. L.... $11,120 $13.588 D. 
Second week in March : 


$2,459 18.1 


Chi. & East. Ill... $30,504 $19,030 I. $11,474 wo4 
Chi., Mil. & St. P. 187,000 ,94,063 D. 7.063 3.6 
Denver & R.G... 82,376 35,062 I 47,314 135.2 
Northern Pacific. 30,676 26.592 1 4,084 Ps) 

St. P., Minn. & M. 76.100 36,900: I 39,200 106.3 


Third week in March: 
Northern Pacific. $34,333 
Week ending March 11: 
Great Western... $100,337 
Week ending March 12: 
Chi. & Gd. Trunk $23,601 
Grand Trunk..... 207,309 


$26,592 1 87,741 28.5 


$91,734 I $8,603 04 
$22,501 I. 


3 81.100 4.9 
190,106 1 


17,203 9.0 
Chicago and Milwaukee Receipts. 
For the first three weeks of March receipts of grain, flour 
and hogs at Chicago and Milwaukee have been: 





Chicago: 1878. 1879. 1881. 
Grain, bu .... 4,647,484 4,098, 187 2.794 DAG 
Flour, bbis...... 231,184 241,362 313.016 
Hogs, head...... 242,414 244,793 212,962 
Milwaukee: 

Grain, bu........ 842,613 859,473 745,400 442.017 
Flour, bbls...... 121,516 144.716 113,858 125.870 
Hogs, head... .. 11,956 11.437 24,131 10,485 


Thus, except in flour, the receivts of both places have been 
exceptionally small this year—for which the snow storms 
have to answer. 

Coal Movement. 

Coal tonnages for the week ending March 12 are reported 

as follows: 


1881 1880. Increase, P.c. 
Anthracite.......... . 592,888 342.051 249,957 72.9 
Semi-bituminous..... 90,117 50,171 39.046 wma 
Bituminous, Penna 50,708 49,678 1,030 2.1 
Coke, Penna.. 49.664 36,757 12,907 34.9 


The anthracite coal companies have agreed to limit _ 
duction for the next two weeks by working only three davs 
each week. There has also been a partial agreement to 
maintain prices unchanged. Production has been somewhat 
in excess of the current demand for some weeks. 

The official accountant’s statement of anthracite tonnages 
for February and the two months, differing sumewhat im 
form from the weekly statements, is as follows: 


——--February.—-- ~—Two months. 
188]. 1880 1881. 1880. 
Phila. & Reading 436,416 299,854 828,574 697,146 
Lehigh Valley...... 421.819 239,560 752,576 559,743 
Central of New Jersey. 323.200 152,747 560,024 432,524 
Delaware, Lackawanna = e : 
& Westerm.... 0.0... 360,125 231,877 U29,452 512,306 


Del. & Hudson Canal 


| eee a 194,254 472,681 460,476 
Pennsylvania Railroad ae M4 
LERNER $0,570 297,580 186,735 
Pennsylvania Coal Co.. 106,154 67,942 176,988 154,475 
N. Y., Lake Erie & A Cae 
Western..........--.. 43,005 19,766 72,043 57,485 
Total....... . ....2.118,173 1,296,570 3,790,818 3,060,896 


Increase for the month, 821,603 tons, or 63.3 per cent. ; 
for the two months, 729,932 tons, or 23.5 per cent. All the 
companies show a gain over last year. ae 

The stock of coal on hand at tide water shipping points, 
Feb. 28, 1881, was 395,286 tons ; on Jan. 31, 417,885 tons ; 
decrease, 22,599 tons. : 

Coal shipments over the Seattle & Walla Walla road and 
by sea from Seattle, Wash. Ter., in February, were 15,467 
tons. For the two months ending Feb. 28, the shipments were: 
1881, 25,884 ; 1880, 16,752; increase, 9,129 tons, or 35 per 


cent. 

The Delaware & Raritan Canal was opened for business 
March 21. : : 

The Clearfield production is running up very fast and now 
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considerably exceeds the Cumberland shipments. 
heavy contracts for Clearfield coal are reported closed. 


Montreal Passenger War. 


The fight over Montreal nger business has come to an 
end, and the Delaware & Hudson Canal Company bas with- 
drawn its low rates on passenger travel between Boston and 


Some 


Montreal. The fare was restored to $9, the old rate, on 
March 20, 

THE SCRAP HEAP. 
Behind. 


The steam-cars run so rapidly that they, get way ahead of 
a child’s age, so that the boy or girl who was fifteen when 
he entered them is no more than six or eight by the time the 
conductor comes along. Boast of our progress as you may, 
but there’s no denying that the children are behind the age 
on railways and at the entertainment ticket offices.— Boston 
Transcript. 

Philedelphia news, from the Paris Hrénement : 

“Encounter of two railroud trains in the environs of Phil- 
adelphia. 

“The voyagers go to complain themselves at the office of 

lice. 
pee How many of woundeds ¢’ demands the commissary. 

** « Seven,’ 

‘**How many of deads ?’ 

** Three.’ 

“*Anditis for this that you dare complain yourselves / 
Thursday last there was thirty deads, and not one of them 
said a word about it !"” ; 


At Home. 


During the recent snow blockade on the Rock Island 
road the sleeping-car ‘‘ Colorado ” was side-tracked for nearly 
three days at Trenton, Mo., during which time the passen- 

ers, nineteen in number, made the car their “ home.” 

hey were afforded every possible comfort by the company, 
and were enabled to get up private theatricals and various 
other enjoyable pastimes. With the aid of a Trenton print- 
ing house they issued a lot of cards, which were sent to some 
of the citizens, and which read as follows, after first giving 
the names of the ladies and gentlemen : 

‘*At Home—In sleeping car ‘Colorado,’ on side track 
Chicago, Rock Island & Pacific Railway, depot, Trenton, 
Mo. Foun 12 o’clock (noon), March 5, 1881, until snow 
blockade is raised. ‘ Misery and disappointment loveth com- 
pany.’ Don’t fail to come and see us.” 


A Bad Practice. 

A dispatch from Charlotte, N. C., March 18, says: ‘‘Two 
colored men, named ‘Samuel Griffin and Milford Warren, 
near Beaver Dam Station, on the Carolina Central and 30 
miles from Charlotte, attempted yesterday to follow the 
freight train with a hand-car but holding on to the rear car. 
Descending a heavy grade Griffin was thrown from the car 
and the wheels passed over him, crushing bis skull and kill- 
ing him almost instantly. The hand-car then jumped the 
track and was precipitated down an embankment, falling on 
Warren, who had managed to retain his seat up to that 
moment, and injuring him seriously.” 

Attaching a hand-car to a trainisa very daugerous practice, 
and on many roads it is strictly forbidden by special rules 
An Incident. 

Scene—Exchange street depot. Time, 9:15 Saturday, 
March 19. St. Louis express behind time, arrives. A tall, 
queenly figure skips gracefully toward fine-looking gentle- 
man, who alights. They embrace and smack ina way that 
is heard above the noise of escaping steam, when she con 
cludes with, *‘Damn it, George, why didn’t you write ” 
He sees numerous smiles on faces round about and hurries 
away with his enthusiastic friend.—Buffalo Commercial. 


OLD AND NEW ROADS. 


Atchison, Topeka & Santa Fe.—The trustees under 
the land-grant mortgage give notice that sealed proposals 
will be received by them at their office in Boston until noon 
of April 1 for the sale to them of $100,000 bonds, in accord- 
ance with the mortgage of Nov. 1, 1870. Bids must be 
made ex coupon of April 1, and the trustees reserve the 


right to reject any or all bids. 
Atlantic, een & Ohio.—The New York 
World says: ‘* Messrs. E. W. Clark & Co., of Philadelphia, 


issued last week a prospectus for the organization of the 
Norfolk & Western ilroad Company, formerly the 
Atlantic, Mississippi & Ohio Railroad. It provides for 
$3,000,000 of common stock, for $15,000,000 of preferred 
6 per cent. stock and $11,009,000 of 6 per cent. 56 year gold 
bonds. About $5,000,000 of the bonds are retained by the 
trustees under the mortgage to provide for the underlying 
divisional bonds, the remaining $6,000,000 with the pre- 
ferred stock being sold to provide the purchase money of the 
road and for betterments, increased terminal facilities, and 
equipment, for which a $1,000,000 has been pro- 
vided. The bonds have been sold to a syndicate of bankers 
led by Drexel, Morgan & Co., and these with 135.000 shares 
of the preferred stock offered at $35, were taken up in three 
days in New York and Philadelphia in about equal pro- 
portions, thus securing the success of the enter- 
prise at once. The New York stock was placed by Messrs. 
Clark, Dodge & Co., and Clark, Post & Martin. The success 
of this — a insures the prompt completion of the She- 
nandoah Valley Railroad to an intersection with the Nor- 
folk & Western, and the gap of 93 miles will be built durin 
the current year. As soon as the roads are united they wil 
be run in harmony with each other. This will bring the 
Norfolk & Western Railroad within 250 miles of New York 
City, the terminus being Hagerstown, at which poiut it will 
connect with the Cumberland Valley. =e = The 

‘ties interested in the Louisville & Nashville system are 
Couey interested in the Norfolk & Western enterprise, and 
three or four of the directors of the Louisville & Nashville 
will be directors in the new road. The proposed increased 
terminal facilities at Norfolk will, it is believed, add materi- 
ally to the prosperity of that city, as well as of the road.” 

he new capital account will be at the rate of $7,009 com- 
mon stock, $35,047 preferred stock and $25,701 bonds per 
mile. The — interest charge on the bonds will be $1,542 
per mile ; the net earnings last year were $2,204, and the 
year before $1,430 per miie. 


Baltimore & Ohio.—It now appears certain that this 
company has bought the Delaware Western charter from 
Col. McComb, thus securing the right to build through Dela- 
ware, should it finally decide to build a second line from 
Baltimore to Philadelphia. In Maryiand and Pennsylvania 
no special charter is needed. It is assumed that such a line 
is to be built as the company would hardly have paid a high 

rice for 20 miles of road, and a _ charter to 
uild 20 more, which would be utterly worthless 
to it except as part of the new road. There is a good deal of 
—— as to the line which will be adopted, and all sorts 
of reports are current. To build a road parallel to and a 
fow miles from the Philadelphia, Wilmington & Baltimore 
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would probably be the easiest and cheapest, but there 
are some reports that the company will take up 
the Baltimore & Delta road, which is now graded 
from Baltimore north to the Pennsylvania line, about 
45 miles. This would a better road for local 
business, though longer than a parallel line to the existing 
one. It has also the advantage of a possible connection to 
York over the Peachbottom road. The country between 
Baltimore and Philadelphia on a direct iine presents no 
engineering difficulties ; it is generally level, and the cross- 
ing of the Susquehanna would be the most expensive work. 
The main difficulty and expense would be to bring the new 
line into Philadelphia, and to avoid this it is suggested 
that the line will not run to Philadelphia at all 
but to Downingtown, theterminus of the Reading’s Chester 
Valley Branch. From that point the Reading track could 
be used into Philadelphia. is route could be so located as 
to make the distance from Baltimore to Philadelphia only a 
trifle longer than the existing one. It has also this advan- 
tage, that by building six or seven miles of road trains could 
be run to New York without passing through Philadelphia 
at all, and a’considerable saving in distance made. The 
new road required would run from near Conshohocken 
across to Jenkintown. This is all speculation, however, and 
itis yet unknown whether the new line will be built at all. 

On March 22, the somewhat unexpected announcement 
was made that an ugreement had been concluded by which 
this company will do its freight business to and from New 
York over the Pennsylvania road as before the late trouble. 
It is stated that the company has secured advantageous 
terms and full facilities for handling its share of the business. 
Negotiations are also in progress for an agreement as to 
passenger business, and it is possible that a contract may be 
made in a few days, by which all the company’s New York 
business will be done over the Pennsylvania. 

A New York paper having suggested that the Gould party 
were trying to secure a controlling interest in this company, 
the Baltimore papers say that such a thing would be very 
difficult. There are about 147,000 shares, of which the city 
of Baltimore holds 32,500, the Johns Hopkins University 
15,000, and Mr. Garrett controls 35,000, the three constitu- 
ting a majority. By the terms of Mr. Hopkins’ will the 
University trustees could hardly sell their stock; the city 
stock cannot be sold without getting authority from the Leg- 
islature, and so rauch of the stock is held by trustees and in 
similar ways thatit is thought to be almost impossible to 
secure a majority evenif Mr. Garrett should be willing to 
sell his shares. Further, it is thought very unlikely that the 
votes of the city stock could be secured fora New York 
party as against Mr. Garrett, and the Johns Hopkins stock 
issure to stand by him, at least until there isa radical 
change in the trustees, which is not at all probable. 


Bellefonte & Snow Shoe—This road has been formally 
transferred to the Pennsylvania Railroad Company, which 
has bought all the stock. The company will be consolida- 
ted with the Bald Eagle Valley Company, whose property 
is leased to the Pennsylvania. 


Bethlehem & Belvidere.—This company has been or- 
ganized to build a railroad from Brodhead, Pa., on the Le- 
high & Lackawanna road, tojthe Delaware River opposite 
Belvidere, N. J.; also a bridge over the river to Belvidere. 
The road will be about 16 miles long. The directors are 
all connected with the Lehigh & Lackawanna road 


Boston, Concord & Montreal.—At a special meeting 
in Plymouth, N. H., March 21, the stockho'ders voted to 
authorize the directors to issue new bonds to such amount 
as may be necessary to make extensive improvements on the 
road, 


Boston-New York New Line.—!t has been known for 
some time that the Boston & Albany and the New York, 
New Haven & Hartford companies have not been in harmony 
as to the management of the all-rail line between New Yor 
and Boston. The ideas of the managers of the two roads 
differed radically, and itis probable also that the Boston & 
Albany people were not pleased at the favor shown the New 
York & New England by the New Haven road. As the 
result of these differences it is now announced that arrange- 
ments have been completed for a new rail line from Spring- 
field to New York independent of the New Haven road. This 
is to made by the use of the New Haven & Northampton road 
and by the building of a parallel line from near New Haven 
to White Plains, and a short line from Springfield to South- 
wick on the New Haven & Northampton. Details of the 
agreement have not been made public, and it is not very 
clear whether the New Haven & Northampton comes in as 
an independent company, or whether it is to be leased by 
the Boston & Albany. The New York Central & Hudson 
River agrees to give the use of its Harlem Division from 
White Plains to New York and terminal facilities in that 
city, and Mr. Vanderbilt individually is to subscribe $1 ,000,- 

toward the new line from New Haven. This will be a 
somewhat expensive one to build, but it is claimed that all 
the new work, including second track from South- 
wick to New Haven and the cut-off from Spring- 
field to Southwick cannot be much over $5,000,000; adding 
this to the stock and bonds of the New Haven & Northam- 
ton, the cost of the line from Springfield would still be much 
less than the capital of the New Haven road. The new line 
will have good accommodations and a valuable freight 
wharf in New Haven, which can be used for freight pur- 
poses. About 50 miles of new road will have to be built 
from near New Haven to White Plains, and about 12 miles 
from Springfield to Southwick, though the last is not abso- 
lutely necessary, as the connection can be made at Westfield. 
10 miles west of Springfield, but the cut-off will reduce the 
distance. 

Canada Southern.—A suit has been begun by the trus- 
tees to foreclose the mortgage for $1,500,000 on the Toledo, 
Canada Southern & Detroit road, which is the Michigan ena 
of this road, connecting it with Detroit and Toledo. 


Central Vermont and Northern War.—The Boston 
Advertiser says: ‘‘The representatives of tle roads formin 
the Central Vermont line to Montreal were engaged severa 
weeks im preparing the contract for future operations, which 
has recently been submitted to the directors of the several 
roads for ratification. It is likely to take even longer to get 
the ratification completed, if it is accomplished at all. It is 
said that the new arrangement meets the hearty approval of 
the Central Vermont & Northern Railroad, while if the 
Concord & Lowell assent to it, it will only be accepted after 
material modifications have been made. 

‘“The directors of the Northern road have agreed to its 
provisions in the main, it is understood. The Concord 
directors have held several mevtings upon the question, 
but it is understood have reached no definite results. Mean- 
while the business proceeds as before the late unpleasant- 
ness. 


Chicago, Burlington & Quincy.—The board of direc- 
tors has, it is stated, decided upon a portion of the construc- 
tion to be completed during the present year. The present 

lans embrace only two branches. One of these is the line 
rom Bethany, Mo., to Albauy, connecting with the St. 
Joseph & Des Moines narrow gauge road, which was pur- 





chased by the Burlington company last year. This projected 
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branch is 18 miles in length, and when completed, as it will 
be by May 1, will form a short line between Chicago and St. 
Joseph, Mo, The other projected branch runs from Clarinda, 
Iowa, to a junction ata point not yet selected with the 
Tarkio Valley road, bringing the latter into union with the 
Burlington’s main system in Iowa. This branch will have a 
length of 18 miles, and will be completed by July 1. The 
company will add largely to its — during the =. 
Orders have been given for 25 new locomotives and 2,000 
box cars. Extensive machine and repair shops will be 
erected at Burlington. The cost of the building will be 
about $200,000. The material has been contracted for. In 
Chicago the principal improvement poumpy sg ser Ae: | the 
company consists of two new freight houses six hund fect 
long. These buildings will be located on Canal street, on the 
line of approach to the new union depot. 


Chicago & Northwestern.—Three of this company’s 
proprietary lines—the Chicago & Milwaukee, the Milwaukee 
& Madison and the Sheboygan & Western—have been con- 
solidated in one corporation, the Chicago, Milwaukee & 
Northwestern. The ownership remains, of course, unchanged, 
the consolidation being only intended to simplify the organi- 
zation. 


Chicago, Pekin & Southwestern.—The United States 
Circuit Court in Chicago has entered a decree of foreclosure 
of the second mortgage on this road, provided all arrears of 
interest and principa! are not paid up by the company witb- 
in ten days. 


Chicago, Rock Island & Pacific.—In Washington, 
March 21, the United States Supreme Court, in the case of 
Grinnell and others against this company, affirmed the judg- 
ment of the Supreme Court of Iowa, which was that the 
company under the act of Congress of May 15, 1856, ac- 
quired valid title to the lands within the old 15-mile limits 
of the Mississippi & Missouri Railroad Company, certified 
to the state under that grant by the Department of the In- 
terior for the benefit of that company, but which were left 
outside of the new 20-mile limit by a change of location of 
the old line, made by the present company under the act of 
— of June 2, 1864, amending the act above men- 
tioned. 


Chicago Union Depot.—The new Union Depot on 
Canal street, in Chicago, is expected to be ready for occu- 
paucy on April 3, or just one year from the time the first 
actual work upon it was commenced. This depot is to be 
for the service of the Chicago & Alton, the Pittsburgh, Fort 
Wayne & Chicago, the Chicago Milwaukee & St. Paul, the 
Chicago, Burlington & Quincy, and the Pittsburgh, Cincin- 
nati & St. Louis roads. A meeting was to be held in Chicago 
this week to complete arrangements for its joint use. 


Cincinnati, Sandusky & Cleveland.—A_ circular 
trom this company says of the lease to the Indiana, Bloom- 
ington & Western, which the stockholders are to vote on 
April 6: ‘“‘ The proposed lease, besides protecting in every 
possible way the rights and interests of this company, pro- 
vides that the lessees (the Indianapolis, Bloomington & 
Western Railroad Company) shall build and have completed 
by Jan. 1, 1882, a new line of some 140 miles of railroad 
connecting our road at Springfield with theirs at Indian- 
apolis, and stipulating that all business from their roads 
destined to points north and northeast of Springfield shall 
be sent over our Columbus, Springfield & Cincinnati road 
It further stipulates for a guaranteed minimum rental, more 
than sufficient to meet all the interest on our fixed indebted- 
ness and the expense of maintaining our organization. It 
also provides, in addition thereto, for such a percentage of 
the gross earnings and receipts as will—from the enlarged 
business to be brought to and carried over our road—in the 
estimation of your committee, make our common stock a 
dividend-paying one, as soon as the new piece of railroad 
provided for is built and in operation.” 


Cincinnati Southern.—The Cincinnati Commercial 
says: ‘‘ The conditions for the sale of the Southern Railway 
by the Perry-Ferguson bill as amended are practically that 
the purchaser must assume at least the city’s debt, and pay 
the interest on same, depositing $3,000,000 of bonds as se- 
curity. In other words, supposing the sale to be consum- 
mated at the minimum price fixed, the purchaser agrees 
practically to pay something over $1,200,U000 annual rental 


for some twenty years, and then, upon _ the 
maturity of the bonds, $18,000,000 more. The pur- 
chaser must pay for the present rolling stock. 


Now, while plenty of people might be willing to put u 
$3,000,000 and take the chances of the road being warth 
$18,000,000 when the time came for paying for it, no respon- 
sible party, it is thought, will assume the proposed rental, 
current interest on nearly twice $18,900,000, for the privilege. 
As the trustees and sinking fund commissioner will certainly 
not entertain the oO pape of any but responsible parties, 
it follows that the bill is practically one making it obligatory 
to lease the road and prohibiting its sale, and this about fits 
public sentiment. The Commercial learned from President 
Clement, of the Cincinnati Railway Company, yesterday, 
that his company would be bidders for the lease in whatever 
form the trustees required. 


Corpus Christi, San Diego & Rio Grande.—This 
road, now completed from Corpus Christi, Tex., westward 
about 60 miles, has been bought by parties in the interest of 
the Mexican National Company, and is to be pushed through 
to the Rio Grande at Lawedo as fast as soutien 


Dawson.—This road, which has been in operation some 
time, is seven miles long, running from Dawson Landing, N. 
C., on the Cape Fear River, 40 miles below Fayetteville, 
back into the pine woods. It is owned by a Canadian lum- 
ber firm, and is used to carry logs. 


Dayton & Michigan.—The stockholders of this com- 
pany have voted to authorize an issue of $2,072,000 new 5 
per cent. bonds to take up existing bonds maturing this year 
_ — The new issue will not increase the amount of 
the debt. 


Deadwood & Redwater.—This company intends to 
build a narrow-gatige road from Deadwood, Dak., to the 
coal banks about 40 miles distant. Work is to be begun very 
soon. 


Denver, Colorado Springs & Pueblo.—This compan 
has filed articles of incorporation in Colorado to build a rail. 
road of standard gauge from Denver to Pueblo, about 120 
miles. It will be parallel to the Denver & Rio Grande. The 
capital stock is fixed at $3,000,000. 


East Tennessee, Virginia & Georgia.—This com- 
pny calls for proposals for the extension of the Norristown 

ranch to the point where it is to connect with the Western 
North Carolina road. 


Fitchburg.—The directors have voted, under the au- 
thority which they hold, to issue $450,000 new stock, for 
the purpose of poovidns additional terminal facilities, etc. 
The stock will be offered to the present stockholders, who 
will have the option until May 10 of taking one share at par 
for each 10 shares of their present holdings. 


George’s Creek & Cumberland.—The Maryland 











[MarcH 25, 1881 








i Marce 25, 1881]  ~ 


THE RAILROAD GAZETTE, 


178 








Court of A has refused to grant the injunction asked 
for to restrain this road from crossing the berland & 
Pennsylvania and the Baltimore & Ohio tracks in Cumber- 


land. 


_Georgia.—It has been reported for some time that nego- 
tiations were in progress for a lease of this road to the Cen- 
tral Railroad Company of Georgia. It is now said that the 
Central has offered to take a long lease and guarantee 8 per 
cent. dividends on the stock, and that similar offers have 
been received from the Louisville & Nashville and the Rich- 
mond & Danville Companies. No confirmation of these re- 
ports can be obtained, but it is undoubtedly true that nego- 
tiations for a lease or some similar agreement between this 
company and the Central have been goingon. The road 
could be worked to great advantage in connection with the 
Central system, and its lease by any other company would 
be an iujury to the Central. 


Grand Southern.—No meeting of this company has 
been called this year, the existing board holding that there 
was a legal doubt as to whether the oe ie charter had 
not expired by limitation. On March 15, however, the 
Greene party, opposed to the present management, held a 
meeting at St. George, N. B., andelected new directors. The 
old officers, however, refuse to surrender their positions, and 
the question will have to be settled by the courts. 


Great Northern Timber Belt.—A company by this 
name has filed articles of incorporation to build a railroad 
from Green Bay, Wis., to St. Croix, through the pine woods. 


Indiana, Bloomington & Western.—Articles of 
consolidation of the Indianapolis & Ohio State Line and the 
Obio & Indiana State Line companies have been filed. The 
consolidated company is to build the extension of this road 
from Indianapolis to Springfield, O. It is said that work 
will be begun very soon. 


Knoxville & Ohio.—This company will this week ad- 
vertise for proposals for building the extension of the road 
from Careyville, Tenn., to the Kentucky line, where itis to 
meet = extension of the Louisville & Nashville’s Knoxville 
Branch. 


Manchester & Keene.—The New Hampshire Supreme 
Court, in the suit between this company and the Nashua & 
Lowell, has decided that the act of Judge Doe in appointing 
a Receiver was legal; that the disbursements of the Receiver 
to complete the road be declared to be a first lien upon the 
road to the amount of about $30,000; that the lease of the 
Manchester & Keene road to the Nashua & Lowell, from 
Greenfield to Haneock, be null and void as against the bond- 
holders; that the Nashua & Lowell surrender to the plain- 
tiffs the $80,000 worth of bonds which they claim to hold 
under a pledge from Dawe & Bonnellie; that the removal of 
the trustecs, White, Dearborn and Lane, was proper and 
legal; that the trustees es by Judge Doe are now 
rightfully in possession of the road; that at the May term 
of the Court the Court shall make up a true list of the bond- 
holders’ names and authorize a meeting to elect trustees. 


Mexican Railroads.—A dispatch trom Boston, March 
23, says: ‘* Reports of the progress of the work on the con- 
struction of the Mexican Central Railroad have been received. 
The work has been graded from the Mexico end, ready for 
the rails, a distance of about 60 miles, on which upward of 
40 miles of rail have been laid. Beyond this, for a 
distance of about 60 miles, the grading is nearly ready 
for the rails. Bridges to cross the Salto and Tula 
Rivers will be completed in April, when it will be practica- 
ble to pursue the track-laying as far as the road is graded. 
Over a distance of 180 miles further men are at work in 
different gangs, chiefly at points where the greatest natural 
obstacles are found. About 12,000 laborers are at present 
employed. At the El Paso terminus surveys are in prog- 
ress, and preparations are making for active work in con- 
struction atan early day. From Vera Cruz there has been 
transported to the City of Mexico a vast quantity of material, 
including six new locomotives ready fer service, and plat- 
form, freight and passenger cars in large numbers. Steel 
rails of 56 poets weight to the yard, and in quantity suffi- 


cient, for 160 miles of track, are also here, while at Vera 
Cruz several vessels are discharging rails which 
come, some from Germany and some from Eng- 


land. Four or more locomotives are ready for shipment at 
the Baltimore Locomotive Works, and others will be sent 
as fast as required. It is expected that by Dec. 31 of this 
year the track will be extended from the capital city as far 
as Irapuato. The route adopted has proved a very favorable 
one, and herein sl gy agg had the advantage of some 


former surveys made by other parties having railroad 
schemes in view, but which for one or auother 
reason were abandoned. There is not a tunnel be- 


tween the capital city and El Paso, and the maximum grade 
is 78 feet to the mile. The track is of the regular 4 ft. 
814 in. gauge. Between the cities of Celayo and Irapuato 
there is already constructed, along the route designed for 
the Mexican Central, for a distance of about 27 miles a 
narrow-gauge road. This road, with its rolling stock, has 
been purchased by the Mexican Central Company for 
$428,000, and is now being operated under its management. 
Whenever the wider gauge shall be advanced to this point 
it will be substituted along the existing road bed. 

‘* The only work yet done upon the cross line has been to 
put into condition a narrow-gauge road, which extends five 
miles out from the city of San Luis Rotosi. This was built 
by the local or state authorities, but had fallen into a de- 
cayed condition. A curious circumstance attending the 
construction is that over the entire five miles it was 
originally ballasted with refuse’ silver ore. The 
state authorities have now granted this road as 
part of a state subsidy to the Mexican Central, and 
whenever this cross line is extended to this point, the gauge 
will be widened. Meanwhile, it is paying handsome returns, 
the cars being run by horse-power. There will be no undue 
delay about the work or. the cross line, at one end of which, 
as stated above, surveys are now making. Westward from 
San Luis Potosi to the Pacific, the route is not yet fully de- 
termined. 

‘““The line of the Mexican National Construction Com- 
pany, narrow gauge, is graded as far as the city of Toluca, 
or about 45 miles, and it is expected rails will be laid to this 
point in July or August of the présent year. Along this 
stretch the grading has been difficult, and the con- 
struction includes three tunnels, aggregating nearly 
8,400 feet. in length. The company also has a 
franchise which permits the extension to the Pacific 
coast, the terminal poiut being fixed at Manzarillo. From 
this main line a branch is included in the franchise, which 
will extend from near Maravito across the country to 
Laredo, near the mouth of the Rio Grande. This extension 
will cross both lines of the Mexican Central at points not yet 
determined.” 


Midland, of New Jersey.—It is said that this company 
is preparing to build a branch from its main line at Ogdens- 
burg, N. J., by Sparta to Newton and thence to the Delaware 
Water Gap. This branch was projected when the road was 
first built, but the old company was never in a financial po- 
sition to enable it to build branches. 








Milwaukee, Lake Shore & Western.—This com- 
a eee executing a consolidated mor for 
000, . Of this a sufficient amount will be to re- 
tire the existing debt, which consists of $1,812,000 first- 
mortgage, $500,000 second-mortgage and $290,000 equip- 
— and the balance will be used for extensions of 
e 4 


Nashville, Chattanooga & St. Louis.—Parties in- 
terested are urging this company to extend its McMinnville 
& Manchester Branch from Caney Fork, Tenn., to Sparta, 
13 miles. The most expensive work on this section would 
- = - taal over Caney Fork, which would have to be 128 
eet high. 

It is positively stated that the Louisville & Nashv’’'e and 
its friends now hold 134,000 shares of the stock, being a 
controlling interest. 


Nevada Railroads.—A correspondent of the New 


York Times writes as follows of the railroads, existing and 
projected, of this state, which, it should be remembe had 
a population of less than €3,000 by the census of isso, 
w 


; 1 = but 20,000 more than its population by the census 
te) : 

“At Palisade the Central Pacific is tapped by the Eureka 
& Palisade (narrow gauge), 90 miles in length, and proba- 
bly. the most profitable poe of railroad property of its cost 
in the United States. It carries freigit for Eureka and the 
mining camps lying to the southward and eastward of that 
point, and lead and lead-silver bullion on the return, and 
controls the markets of Eureka and the contiguous country 


in the articles of hay, grain, wood, lumber, mining-timbers; 
and charcoal. it is the property of D. O. Mills. 
‘* At Battle Mountain the Central Pacific road is tapped to 


the southward by a narrow-gauge called the Nevada Cen- 
tral, and extending 90 miles, to Austin. This was not a 
prefitable road last year. It cost $900,0.0 to build and 
equip, $200,000 of which sum was a suhsidy given out and 
out by Lander County. In order to save the subsidy—which 
would have soon expired under the law creating it—the road 
was hurriedly built over frozen ground in midwinter, and 
had to be almost entirely rebuilt the following summer. 
The net profit of the for 1879 was less than $2,000, but 
this result was partly owing to the expense incurred in re- 
building it. It is the intention to push this road southward 
to the Colorado. In its course it will tap some rich and im- 
portant mining districts, such as Grantsville, Columbus and 
Gold Mountain, besides opening to development a large 
range of rich mineral country now scarcely prospected. 
This road is owned by an Eastern syndicate, of which, I am 
informed, Fisk & Hatch are members. 

** At Reno the Central Pacific is tapped by the Virginia & 
Truckee Railroad, 30 miles south to Carson, and thence north 
to Virginia City, 22 miles. Itis said to be the crookedest 
railroad in the world, winding up the mountains, and with 
such curves that in rounding them the engineer carries a 
conversation from his cab with the occupants of the rear 
ear. This has been an enormously profitable road. It was 
started by a clean subsidy of $1,200,000, given by the 
counties through which it passes and the mines on the Com- 
stock. During the flush days of the Comstock it coined 
money transporting wood, lumber, and timber from the 
Sierra Nevada mountains, and fall goods used, to Virginia, 
and hauling down ores from the mines to the mills on the 
Carson River. For several years this road ran as high as 40 
trains a day. It is the property of D. O. Mills. 

“Connecting with the Virginia & Truckee road at Carson 
is the Carson & Colorado (narrow gauge), which is now run- 
ning for a distance of about 100 miles, and still being pushed 
southward. It is intended, first, to obtain the carrying 
trade of Aurora, Candelaria, Bodie, and other mining dis- 
tricts in Nevada and California, lying to the southward, and, 
secondly, to form a connection between the Southern and 
Central Pacific roads. 

** All the side lines here mentioned run mainly through 
a desert country, with the slight exception of passing an oc- 
casional Mormon settlement by some of them. 

‘A railroad now projected, but as yet merely in its in- 
cipiency, is destined, in my opinion, to be the most profita- 
ble of all the cross-line roads between Ogden and the eastern 
base of the Sierra Nevada. The Legislature of the state of 
Nevada, at its session just closed, passed a law authorizing 
the counties of Eureka, White Pin2 and Lincoln to issue 
bonds in the sum of £200,000 each toaid the construction of 
a railroad from Eureka to the Colorado River. Unlike the 
other cross-line roads, this one will not touch the Southern 
Pacific, but will tap the Atchison, Topeka & Santa Fe ata 

int near Callville, the head of navigation of the Colorado 

iver. Jay Gould’s roads, including the Union Pacific, will, 
no doubt, form a net-work for strong competition with the 
Central Pacific for transcontinental trade, but the Eureka & 
Colorado road would pass through and supply a country 
that Gould's roads would not reach. In addition to 
the fact that it would pass through a large ex- 
tent of mineral country, known to be such, but only super- 
ficially prospected or not prospected at all, it would, in con- 
nection with the Atchison, Topeka & Santa Fe, be a formid- 
able competitor with the Central Pacific for theftride of the 
wide region known as Eastern Nevada. Under the present 
policy of the Central Pacific the section named must patron- 
ize San Francisco; with this road in operation the merchants 
could buy their goods where they could do best, and if San 
Francisco could not compete with New York or Chicago, 
then San Francisco must grin and bear it. The Pacific 
metropolis has squeezed the outlying states and territories 
long enough, and has been aided in so doing by the Central 
Pacific Railroad, whose freight tariff is prohibitory against 
the Eastern states, except in case of competition. The net- 
work of roads now contemplated and in course of con- 
struction will create a competition that will throw the trade 
of California, Idaho, Montana, Arizona and Nevada open 
for rivalry by all the commercial cities. |The projectors of 
the Eureka & Colorado Railroad are all men of bigh stand- 
ing and some means, but do not possess sufficient capital 
with which to build the road ; but as they have a six-hundred- 
thousand-dollar subsidy to start on, they will probably not 
experience much difficulty in these days of cheap money in 
negotiating the necessary funds. 

** Another projected railroad which, I think, would prove 
profitable, is from Reno, Nev., north into Oregon. It would 
pass through a ——_ agricultural, stock-grazing and 
timber country, and would practically, with its connections, 
be a link between the North and South Pacific oceans.” 


New York, Housatonic & Northern.—This road was 
sold under foreclosure in April last and bought by Dwight 
Studwell, of New York, for $111,000. He paid 10 per cent. 
at the time of'sale but failed to oe, haa balance of the money 
and another sale was ordered. He has now made application 
to be aHowed to complete the purchase, and a hearing in the 
case is set for March 29. 


New York, Peunsylvania & Western.—This com- 
4 has filed articles of incorporation in New York to 
uild a railroad from Buffalo through Erie, Wyoming, 
a and Allegheny counties to the Pennsylvania 
state line. 


Northern Pacific.—At the time of the reorganization of 
this company the common stock was fixed at $49,000,000, 
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to be issued to the original proprietors or stockholders of the 
old company. At that time some $26,000,000 of this stock 
was issued, and since then the amount has been increased to 
about $31,000,000, the policy having been to issue it gradu- 
ally as the road was extended. On March 21, however, it 
was announced that the board had decided that the holders 
of peony rights were ertitled to receive their stock 
without further delay, and that the remaining stock, nearly 
$18,000,000, would issued at once. Officersof the com- 
pany state that the stock was demanded by those entitled to 
it, and the did board not feel justified in refusing to fissue it. 


Pennsylvania.—The first of the heavy passenger engines 
built expressly for the fast trains on the New York Division 
is out of the shops, and has made several trips to and from 
Altoona for the purpose of testing the machinery thor- 
oughly. It is said to have shown some‘extraordinary speed 
on these trial trips. 

The completion of an agreement with the Baltimore & 
Ohio is noted elsewhere. 

The old board or directors was re-elected by a practically 
unanimous vote at the election on T-esday. 

This company’s statement for February shows for all lines 
— of Pittsburgh and Erie, as compared with February, 


An increase in gross earnings of (5.9 per vent.)........... $151,038 
An increase in expenses of (16.5 per cent.)................ 225,116 


Net decrease (6.3 per Cent.)..............sseceeeeeees $74,078 

For the two months ending Feb. 28, as compared with the 
corresponding period last year, the same lines show: 

An increase in gross earnings of (4.3 per cent.).......... $256,792 

An increase in expenses of (14.3 per cent.). ..... 490,217 


Net decrease (8.9 per cent.)................00000- = 233,515 

All lines west of Pittsburgh and Erie show for the two 

months of 1881 a surplus over liabilities of $525,036, being 
a gain of $90,966 over the same period last year. 


Philadelphia & Chester County.—At a meetin 
held in Philadelphia, March 15, the stockholders votec 
‘* that the company elects to prosecute to completion the 
public works which were originally authorized to be con- 
structed by their charter and the acts of Assembly relating 
thereto, and to avail themselves of all the benefits and pro- 
visions of an act entitled *‘ An act relating to forfeitures of 
charters, or grants of special or exclusive privileges to rail- 
road, turnpike and plank road corporations,’ approved the 
15th day of May, 1874; and that they hereby consent to 
agree to hereafter hold their charter subject to and accept- 
ing all the provisions of the constitution of the state of 
Pennsylvania, adopted the 16th day of December; 1873.” 


Philadelphia & Reading.—The report of the Master, 
George M. Dallas, who presided at the meeting last week, 
has been submitted to the Court of Common Pleas in Phila- 
delphia. The report is very long, and details the proceed- 
ings of the meeting as already published. Mr. Dalias sum- 
marizes the result as follows: Whole number of stockholders 
appearing upon the registry books of the company upon the 
day of the meeting represented 687,648 shares. Stock- 
holders present at the meeting in person or by proxy, who 
were duly registered upon the day of the meeting, 292,053 
shares. Stockholders present at the meeting in person or by 
proxy, who had been duly registered for three calendar 
months preceding the day of the meeting, 273,106 shares. 
The judges received and counted as votes of stockholders 
duly registered as such at the time of the election, votes upon 
211,077 shares. The separate count of the votes of such 
stockholders as had been registered for three calendar 
months previous to the time of election results ina total of 
such votes upon 208,287 shares. 

The votes of all stockholders duly registered at the time of 
election were as follows: For President—Frank 8S. Bond, 
211,015 shares. For managers—George F. Tyler, 211,015 
shares: Samuel R. Shipley, 211,015 shares: John 8S. New- 
bold, 211,015 shares: Edward T. Steel, 211,015 shares: 
Charles Parrish, 211,015 shares; John Lowber Welsh, 
211,015 shares. For Treasurer—Samuel Bradford, 211,027 
shares. For Secretary—Edward L. Kinsley, 211,015 shares. 

The Court set March 24 fora hearing on the Master's re- 
port. 

Pittsburgh, Youngstown & Chicago.—It is an- 
nounced that $1,500,000 of the stock of this new company 
has been subscribed, and that surveys for the road will be 
made at once. 


Richmond & Altlegheny.—Track on this road is now 
laid to Scottsville, Va., 14 miles westof the late terminus at 
New Canton, and 84 miles from Kichmond. Regular trains 
run through this week. Work ts nowin progress on the 
western end between Buchanan and North River. 


St. Cloud, Mankato & Austin,—This company has 
been formed by the consolidation of the Austin & Mankato 
and the Mankato & St. Cloud. The projected line is from 
St. Cloud, Minn., due south abcut 100 miles to Mankato, and 
thence southeast about 60 miles to Austin. 

St. Louis, Alton & Terre Haute.—At the spacial meet- 
ing in St. Louis, March 18, the common stockholders voted 
unanimously to approve the agreement by which the pre- 
ferred stockholders are to take their arrears of dividends 
(now 55 per cent., we believe) in new income bonds. 

Notice is given that a dividend, in payment of all arrears, 
of 55 per cent. on the preferred stock, payable in dividend 
bonds, has been declared. Pending the preparation of the 
bonds, scrip will be issued April 20 to all holders of record 
on April 5 next. 

St. Louis, Jerseyville & Springfield.—The contract 
for building this road has been let to B. D. Harris, for Harris 
Brothers & Co., of Brattleboro, Vt. A telegram last week 
gave the name incorrectly as B. D. Haines. 


Securities onthe New York Stock Exchange.— 
The following securities have been placed on the lists at the 
New York Stock Exchange: 

Central Branch, Union Pacific.—First mortgage bonds, 
$1,600,000; funded coupon bonds, $638,000; Atchison, 
Colorado & Pacific first mortgage bonds, %3,672,000; 
Atchison, Jewell County & Western bonds, $542,000. 

Louisville, New Albany & Chicago,—First mortgage 
bonds, $3,000,000. 

Missouri, Kansas & Texas,—Generai consolidated bonds, 
&20,097,000. 

New York & New England.—Stock, #20,000,000; first- 
mortgage 7 per cent. bonds, $6,000,000; first-mortgage 6 
per cent. bonds, $2,000,Q00. 

Sterling Iron & Railway Co.—Stock, $2,300,000 ; bonds, 
series B, $418,000: Sterling Mountain Railroad bonds, $471,- 
674. 


Selma, Marion & Memphis.—In the case of Luke P. 
Blackburn against the company and others, a decree has 
been entered by order of Judge Hammond, of the Federal 
Court in Memphis, instructing Bell W. Etheridge, as Master 
and Commissioner of the Court, to make and execute a deed 
of conveyance to J. J. Busby, F. A. Jones, Jacob Thompson, 
C. C. Graham, H. 8. Ellett, J. C. Griffing, J. A. Forrest, 
Wm. Forrest, P. H. Skipwith, Charles Roberts, L. Doyle, 
J. M. Cook, L. P. Blackburn and G. W. McRae, according 
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to their several interests in the said railroad, subject, never- 
theless, to any statutory lien claimed on that part of the 
saidyoad lying in the state of Alabama, by the state of 
Alabama, or by any person claiming under the said state, 
conveying all the ~ rty and franchises of the Selma, 
Marion & Memphis Railroad lying between Memphis, Ten. , 
and Selma, Ala. 

The completed portion of the road in Alabama has been 
operated for some time by the purchasers as the Selma & 
Greensboro road. There is no track laid on the road in 
‘Tennessee. 


Somerset & Cambria.— Freight trains have been run- 
ning over this road for some weeks, and regular passenger 
trains will be put on April 1. It extends from Mineral 
Point. Pa., to Johnstown, 46 miles, and .will be worked as a 
branch of the Baltimore & Ohio. 


Tennessee & Sequatchie Valley.—Work is now in 
progress on the first section of this line and the engineers are 
locating the rest. Itistorun from Spring City, Tenn., on 
the Cincinnati Southern, to Pikeville, and. will be about 50 
miles long. 


Texas & Pacific.—The track on the Trans-continental 
Division is now laid to Denton, Tex., six miles south by 
west from the late terminus at Pilot Point and 53 miles 
from Sherman. At Denton connection is made with the 
Dailas & Wichita, completing a new connection between 
Sberman and Dallas. 

‘The track on the main line is now laid to Sweetwater, 
Tex., 39 miles westward from the late terminus at Abilene 
and 234 miles from Dallas. The tracklayers are working 
steadily forward and expect to reach the Colorado River 
next month. 4 


Texas Trunk.—Work bas been steadily in progress for 
some time on this road, and the track is now reported laid 
to the East Fork of Trinity, 15 miles east by south from the 
starting point at Dallas. The graders are some distance be 
yond, and it it expected that trains will run to Kaufman, 235 
miles from Dallas, by June. 


Toronto, Grey & Bruce.—This company has obtained 
authority from the Ontario Legislature to issue $1,000,000 
new 5 per cent. 20-year bonds, for the purpose of changing 
the road from 3 ft. 6 in. to standard gauge. It is said that 
an offer for the whole issue has been received. Arrange- 
ments are now in progress for the exchange of the old bonds 
for preferred stock. 


Wabash, St. Louis & Pacific.—This company has 
lately secured a large tract of land at Antioch, Ind., and 
will build repair shops there, intending, it is said, to make 
the place a division station and to remove there the work 
now donein Ft. Wayne and LaFayette. Antioch is 124 
miles from Toledo and 125 from Danville, being almost ex- 
actly half way between the two places. The new arrange- 
ment will make two operating divisions between Toledo and 
Danville, instead of three. 


ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 





ume of the Railroad Gazette : 
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Delaware & Hudson Canal 
Del., Lack. & Western. 
Delaware Western. . 
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Pennsylvania Railroad 
76 Phila., Wil. & Baltimore 
Pitts. & Castle Shannon 

















Eureka & Palisade...... 152 Pitts. & Lake Erie........ 
Fitchburg............. .. 12 Pitts., Titusville & Buffalo 

Gulf, Col. & Santa Fe..... . 151 Prince Edward Island. . 

Hannibal & St. Joseph.. .. 163 Richmond & Danville...... ... 
[llinois Central.... ......-.+- 76,12) Rome, W’town, & Ogdensburg. 44 
Indiana, Bloom. & West....... 16 St. Louis, Iron Mt. & Southern. 120 
Intercolonial....... 0 ..2.- esses 7% St. Louis & San Francisco 12 
Jeff., Madison & Indianapolis.. 105 Troy & Boston .... .. . 

Kentucky Central............+++ 76 Union Pacific 

Knox & Lincoln......... Utica & Black River... 

Lehigh Coal & Nav. Cv. Wabash, St. L. & Pac.. 

Lehigh Valley........-. . Worcester & Nashua....... 





Ligonier 1 eat aE 


Wabash, St. Louis & Pacific. 


The lines worked by this company at the close of the year 
1880 were as follows: 








Eastern Division: Miles. 
ee I in 6s 0 ons wins Ha sneeNennosin cows 435.7 
eee NO. rere eee reer ee 150.7 
Bluffs, Iil., to Hannibal, Mo.......... .........2. eee 49.8 
Maysville, lll., to Pittafleld................cceecseeeees 6.2 
Clayton, Ill. to Keokuk, Ia.............. abla el sto ace4ie 36.0 
Edwardsville, Ill, to Edwardsville Crossing.......... 10.2 
Lomenene &, Tmt... 00 TUtler week ccc eceee 93.0 
ee a eee 214.1 
Streator, Lll., to Streator Junction.................. 40.8 
Shumway, Ill., to Effingham ...........:.  .......... 8.5 
Urbana, lil., to Havana............ .. Cem Snekeek 100.0 
White Heath, IIL, to Decatur........ ee, 

-—— 1,176.0 

Western Division: 

St. Louis to Kansas City, Mo...................00 002046.8 
Brunswick, Mo., to Council Bluffs, Ia................. 224.4 
Roseberry, Mo., to Clarinda, Ia...................... 21.5 
Moberly, Mo., to Ottumwa, Ia............. .......... 130.9 
Nortn Lexington, Mo. to St. Joseph.... ............. 76.2 
Centralia, Mo., to Columbia......................... 21.8 
Salisbury, Mo., to Glasgow............... 15.0 
Ferguson, Mo., to Biddle street, St. Louis... ........ 10.4 
Quincey, Mo., OO MUAM. 2... 60.006 cccees cessed esees 105.2 

—- 882.2 

Peoria & Iowa Division: 

State Line, Ind., to Burlington, Ia.................... 215.0 
Lae Harpe. T., t0 WATOAw.........000  cecccceee --- 380 
Keokuk, Ia., to Van Wort........ Pube ent winecens 148.0 
Centreville, Ia., to Albia..... edie 26.0 

—— 421.0 

RE eet eth 25s nbA nh ew aeiade kbeateneiuen ee ..- 2,479.2 


The accounts of the companies forming the present cor- 
poration were merged.Jan. 1, 1880, and the business of the 
new company commenced upon that date, although the de- 
tails of consolidation were agreed upon and ratified by the 
stockholders in the month of November, 1879. Since the 
consolidation the = has acquired by purchase and 
lease the following roads; < 





Miles, 
Chicago & Paducah, acquired April 1} 264.8 
Chicago & Strawn, acquired August 1) "°°" * "sts teicie 
incy Missouri & Pacific, acquired July 1 ................. 105.2 
hampaign, Havana & Western, acquired August 2.... 131.0 
Missouri, Iowa & Nebraska, acquired October 1 ............ 148.0 
Toledo, Peoria & Western, acquired October 1.......... ... 246.1 
Centreville, Moravia & Albia ..................06 ceeeee eens 26.0 
1.1 


—comprising, with the orginal lines of the Wabash and St. 
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Louis, Kansas City & Northern, an aggregate length of 
2,479 miles. 

The company has also entered into contracts to secure, on 
their completion, the following lines: Detroit and Butler; 
Braidwood {Coal road; Attica & Covington; Quincy, Mis- 
souri & Pacific, from Milan to Stanberry; Missouri, Iowa & 


‘| Nebraska; Des Moines & St. Louis; also an extension from 


Havana to Sydney. 
The equipment consists of 458 engines; 163 passenger, 8 
chair and 116 baggage, mail and express cars; 7,853 box, 
1,596 stock, 3,132 coal and flat and 218 caboose cars; 2,308 
cars in fast freight lines; 2 pay, 8 wrecking and 3 special 
cars; 547 hand cars. Large additions to the equipment are 
under construction. 
The general account is as follows: 
Common stock... 
Preferred stock 


Total... 
I 5, oi roth aah elites Cay 
Bills payable...... 
Audited vouchers, 
Income account... 


..$21,614,500.00 
20,453,000.00 


Poe ee eat dane bass aasadiwied $42,067,500.00 
vivseesevssese 42,094,858.27 


94,858. 








Pee TTT Tere $88,200,475.13 
.$83,923,952.06 
286,119.39 
873,875.05 
146,250.00 


, A ee 

Cost of road and equipment 
Sundry securities on hand 
Supplies on hand............... .... 
Barney & Smith Co., cost of cars.... 
Expenditures for construction and 
equipment. . 


2,970,278.63 
-—— -——— $88, 200,475.13 

Since the close of the year the expenditures for construc- 
tion and equipment have been provided for by the sale of 
consolidated bonds. 

The complicated nature of the debt is shown by the fact 
that there are outstanding bonds issued under 27 different 
mortgages or deeds, which cover sections varying from 2114 
miles up to the entire property of the company. ‘The total 
amount of the debt, as above, is $42,094,858.27, the annual 
charge on which is $2,803,029.47. 

The company holds nine leases, the capital stock and bonds 
of the leased lines, on which payments are made,-amounting 
to $15,036,000. The yearly rental charges are $827,599.67. 
The total fixed charges, interest and rentals, were at the 
close of the year at the rate of $3,630,629. 14 per year. 

The earnings for the year were as follows: 





1880. 1879. Ine. or Dee. P.c. 
Freight...... $9,532.334.22 $6,476,275.53 IL. $3,056,058.69 47.2 
Passengers.. 2,344,451.65  2,168.349.72 I. 176,101.93 8.1 
| Res 221,076.28 216,207.54 I. 4,868.74 2.3 
Express 286,430.86 170,918.99 I 115,511.87 67.6 
Miscellaneous 92,387.86 D. 48,569.15 52.6 


43,818.71 





$9, 4,139 64 


T. $3,303,972.0 


PON. “WEPUECEE  Ceccautaneases 8 Sseadacaleca ea 





Net earn- 
ings ... $4,640,7653.22 

Gross earn- 
ings p’r mile 
Net earnings 

per mile .. 2,389.31 ... 
Per ct. of exps. SM Sas ciacinninsa s sate 

Earnings of all the acquired lines are included in the 
statement for 1879, but the expenses of those lines could not 
be obtained. The Wabash and St. Louis, Kansas City 
& Northern, combined, for 1879 showed gross earnings, 
$8,224,565.49; expenses, $5,599,788.24: net earnings, 
$2,624,777.15; expenses, 68.09 per cent. 

The income account was as follows: 


6,398.65 


Earnings for the year.... 


.$12,428,111.72 
Working expenses. 7,7 


87,348.50 





Net earnings 
Rent of tracks.. 
Profit and loss... 


ne 5 15,870.45 
17,730.93 


Rentals nap 
Taxes and discount 
Use of foreign cars, balance 

Pool account, balances paid.... 
Miscellaneous e 





147,507.43 


36,128.04 
8,768.36 


3,655, 184,42 
$4 019,180.18 


From this surplus a dividend of 14¢ per cent was deciared 
on the preferred stock, paid Feb. 10, 1881. 
The traffic for the year was as follows: 
1880. 
1,992,763 
97,774,576 
49 miles. 
117.600 cts. 


Balance to credit of income, Dec. 31...... .... 


1879. 

1,421,059 
80,329,169 

56% miles. 
142.000 cts. 

2.614 “ 
3,505,391 
792,422,732 
226 imiles. 


Passengers carried... 

Passenger miles............ Prete 
Average passenger trip............ ‘ 
Average receipt per passenger...... 
Average rate per passenger per mile. 2.398 
Tons freight carried............... ‘ 4,533,187 
Tonnage mileage.... ... 1,105,783,399 
Average haul.......... 244 miles. 
Average receipt per ton............ . 210.000 cts. 16:3.500 cts. 
Average rate per ton per mile 0.862 O72a “ 

Tne figures for 1879 are those of the Wabash and the St. 
Louis, Kansas City & Northern. The figures for the other 
lines absorbed could not be obtained: on most of them the 
traffic was ligkt. During the year 143,437 loaded cars were 
received at Toledo. 

General Manager Gault’s report says that it bas been nec- 
essary to lay 214 miles of second track and 23 miles of sidings 
east of the Mississippi; west of the river 24 miles of sidings 
were built. A new freight yard was made at Tilton, Ill., 
and one is to be made this year at Antioch, Ind. Lack of 
motive power was a serious drawback, but new engines are 
now being received, and their increased power will make 
great changes in the train service. Extensive repairs of 
bridges and buiidings are in progress and will be continued 
throughout the present year. 

President Humphrey’s report says: ‘‘ Important portions 
of the line, which have been a heavy charge upon the rev- 
enues of the company, were either incomplete or in process 
of construction during the year, so that, while apparently 
operating an extensive system of railway, the company has 
really derived but little advantage from sume of the most 
essential links in the chain of connection between the large 
cities of Detroit, Chicago and St. Louis, and between St. 
Louis and Council Bluffs. The Omaha Extension, opesing 
the line between these two last-named points, although 
nominally in operation at the time of the consolidation, was 
in a very incomplete condition, and contributed but little to 
the aggregate traffic during the first six months of the year. 
The Chicago Division of our road, which is destined to be- 
come as productive as any line of equal length in that sec- 
tion of the country, was not opened until August, and has, 
in consequence of the obstructions to our entrance into our 
full terminal facilities in Chicago, been of but little benefit 
to the aggregate tratlic of the company during the brief 
period of its operation. Under these conditions, the gross 
earnings of the year should be considered satisfactory, 
although by no means a fair test of the productive capacity 
of the consolidated lines. 

‘It should be stated also, in this connection, that we have 
suffered s— for want of motive power and other equip- 
ment to meet the great increase in the volume of business. 










Every exertion has been made to provide this equipment, so 
urgently required, and there have been on our road, 
during the year, 69 locomotives and 4,161 cars, and we have 
now under contract 24 locomotives and 1,151 cars. - A large 
portion of this equipment has been acquired through the in- 
strumentality of the New York & Pacific Car Trust Associa- 
tion, by waich arrangements for payments of same are to 
be made quarterly, extending over a_ series of five 
years. * * * 

‘*Of the main line, 1,118 miles are now of steel track, of 

which 162 miles have been laid during the year. * * * 
_ “A general 6 per cent. mortgage of $50,000,000, cover- 
ing the entire line of road now operated, or which may be 
acquired, subject to existing liens, has been executed. Of 
this amount, $33,000,000 are reserved to be used in ex- 
change or payment of that amount of prior mortgages, 
$11,000,000 are to be appropriated for the purchase or 
acquisition of additional lines at not exceeding $15,000 per 
mile, and $6,000,000 for equipment and permanent improve- 
ments. Two million dollars of these bonds were negotiated 
during the year 1880, and 26,000,000 have since been sold , 
the proceeds to be applied according to the stipulations of 
the mortgage. * * * 

‘*‘An extension of our Eel River line, from Butler to De- 
troit, will be completed early in the spring, which will bring 
our road to that important point, where, by a favorable 
traffic arrangement, our line will connect with the Great 
Western, of Canada, and by way of that road with Buffalo 
and the East. An extension of the Peoria Division via the 
Missouri, Iowa & Nebraska through southern Iowa, reaches 
Humeston, from which point the road isin process of con- 
struction, jointly with the Chicago, Burlington & Quincy, 
due west toa point of junction with the Omaka Divisiou, 
thus opening almost an air-line from Tuledo and Detroit to 
Council Bluffs and Omaha, connecting with the Union 
Pacific. * * 

**The Quincy, Missouri & Pacific road is under construc- 
tion from Milan to Trenton, and from that point, by the con- 
struction of some 40 miles, a junction can be made with the 
Omaha Division, affording us three eastern lines from that 
most productive portion of the country. During the year a 
line of steamers has been established to run in connection 
with our road between Toledo and Buffalo, which has proved 
of manifest advantage. * * * The company has also 
acquired a proprietary interest in a line of barges between 
St. Louis and New Orleans. This arrangement, which will 
enable our company to forward grain from both divisions of 
its lines to St. Louis asa shipping point to Eurcpe via the 
Mississippi River and New Orleans, has already proved of 
—_ advantage, and must add largely to our transportation 

acilities.” 





New York, Pennsylvania & Ohio. 





The first report of this company, successor to the Atlantic 
& Great Western, reaches us too late for extended summary 
or comment. It covers the period from Jan. 7 to Dec. 31, 
1880. 

From Jan. 1 to Jan. 7 the road, as worked by the Receiver 
earned $86,230.33 gross, $30,920.76 net, and $10,395.68 
net. 

The gross earnings for the full calendar year were: 1880, 
$5,265,357.48; 1879, $4,4383,706.05; increase, $881,651.43, 
or 20.1 per cent. 

The income account for the year (less seven days) was: 
Oo . $5,179,087 .10 
Expenses (67.96 per cent.)................ 3,519,916.33 


. $1,659,180 .77 
28,174.79 


_ Netearnings ... .. poe 
Miscellaneous reveipts.... 


INI hash aid oe haca'a oS tee Sinaia nd ee tee ... $1,687,355 .56 
Rental of equipment $272,129.40 
Rental of leased lines. . 348,797.96 
Taxes, general expenses, ete 59,319.83 


680,247.19 





NING ac des v eeesteccse Signe $1,007,108 .37 
Er errs pieearees $831,250.00 
Improvements pales 96,344.67 


927,594.67 


Surplus for the year........ $79,513.70 
Interest includes $400,000 on prior lien bonds and $431,- 
250 on first-mortgage bonds, only half the interest on which 
is paid in cash at present. 
he total length of main track is 557.988 miles, of which 
868.98 miles are laid wit steel rails. In the com- 
pany’s shops during the year 48 locomotive engines 
and 1,497 cars of all classes have been changed from 
the gauge of 6 ft. to the standard gauge of 4 ft. 81g in. The 
original plan of changing the gauge of the main line over 
its entire distance by moving both rails inward had to be 
modified, for the reason that 1t was found impossible to pro 


vide a sufficient number of narrow gauge locomotives 
for current service when the gauge of the track 
should be changed. No satisfactory arrangement could 


be made with the locomotive builders, either in respect 
of ihe price for changing the gauge of a portion of the rail- 
road’s broad-gauge power, or as to the time in which such 
work could be accomplished. The responsibility of changing 
the gauge of both locomotives and cars had of necessity to be 
assumed by thecompany. And one result was the laying of 
a third rail between Salamanca and Leavittsburg, 164.75 
miles, and upon the intermediate and terminal sidings, 43.58 
miles additional. This third rail was simply to use broad- 
gauge locomotives upon, and as the broad-gauge locomotives 
were gradually brought to standard gauge in the company’s 
shops the use of the third rail in the track would be dis- 
pensed with. The alteration of the locomotives has already 
yrogressed so far that the portion of the third-rail track 
ame Franklin Branch Junction and Leavittsburg will be 
taken up before summer and the rail relaid again in the 
current work of track repairs. Later in the year the other 
portion of the third rail will be removed, and be also used 
for future repairs in the standard-gauge track. 


Sandy River. 





This company owns a line of 2 ft. gauge from Farmington, 
Me., to Phillips, 18'miles. It is the only public road of that 
gauge in the United States, and was built with the rails and 
equipment first used for the. now defunct Billerica & Bed- 
ford road. 

The road was built in 1879, and the following statements 
are for 1880, the first year of its operation. Its total cost is 
reported at $111.307, or $6,184 per mile. 

he earnings for the year were as follows: 
Gross earnings ($760 per mile)....... ............002 eeeeees $13,686 
POISON COTS PU GEG) oc ccccrccceess cccsecoveseces . 11,672 








Net earnings ($112 per mile)......................005- $2,014 
ede etl pinkocGrdulbinecd® Ss «niearelss cae mean 1,625 
IE nikita sans cde cecep ars cael cddegtasebieds $389 


There were 7,900 passengers carried during the year. Ex- 
penses were largely increased by the original imperfect con- 
struction of the road, making many repairs necessary. 

The net earnings were equivalent to 1.81 per cent. on the. 
cost of the road. 











